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Narrowing the Trade Gap 


REDUCTION in the United Kingdom trade gap in January 

_ to £39,000,000, compared with almost £50,000,000 in the 
previous quarter, is the most encouraging feature of the figures 
issued on Monday by the Board of Trade. The value of ship- 
ments to foreign markets was a record at £316,300,000 and 
£16,000,000 more than the average for the last three months 
of 1959. Imports at £367,300,000 were a little less in value than 
the previous maximum, but some £7,000,000 higher than 
the average for the preceding quarter. The value of re-exports 
rose in January from £10,700,000 to £12,000,000. In the last 
quarter of 1959 exports were 5} per cent higher than in the pre- 
ceding three months and imports 8} per cent higher. The 
January figures, therefore, represent a marked improvement. 
Their Significance is the reversal of the trend of recent months, 
when the trade gap was tending to widen. One reason for this 
improvement may be increased spending of sterling balances 
accumulated in the United Kingdom. Another is the effort made 


THE RAILWAY GAZETTE 


209 


by British industry to keep prices steady. The results for 
January must not be allowed to be a flash in the pan. There 
is, as Mr. Reginald Maudling, President of the Board of Trade, 
stated last week, an urgent need for higher export sales. The 
Federation of British Industries recently conducted a survey 
by means of a questionnaire. Replies from 724 firms, of which 
37 per cent were classed as engineering, metals, electrical and 
shipbuilding, and 10 per cent as manufacturers of vehicles, 
including rolling stock, showed that nearly one-half intended 
to increase expenditure on plant and equipment. Prices 
generally are reported to be stable, with a slight downward 
tendency; against this, costs per unit are stated to be rising 
though not, apparently, in the engineering and kindred indus- 
tries. Labour is a little harder to obtain than it was in October; 
since then the largest increase in employment has been in the 
engineering and vehicles groups, where full order books are 
reported. Many firms are working to capacity. The F.B.I. 
points out that the “‘ hardening labour position is a warning 
for the future,” and there is danger of inflation arising from 
a round of wage demands. The situation in general is not 
unhealthy, but much depends on increasing exports, which 
demands stability in prices. 


Difficulties in Moving Freight Traffic 


AS a result of staff shortages, bad weather, and the success 

of its campaign to win more goods traffic, British Rail- 
ways has decided to cancel a number of excursion trains during 
the next fortnight so that welcome additions to freight traffic 
can be handled quickly. The decision, although correct from 
the railways point of view, has been met with indignation by 
football Cup-tie supporters. Of the 300,000 supporters who 
are expected at the eight F.A. Cup matches tomorrow, 75,000 
planned to travel by excursion trains. The London Midland 
Region is most seriously affected. All 55 special trains 
scheduled to run during the next fortnight have been cancelled. 
Birmingham and London are the areas where staff shortage 
has caused most of the difficulty, and an excess of freight traffic 
has to be cleared. The seriousness of the staff shortage 
position is shown by these drastic measures. Difficulties in 
moving traffic may be increased in the near future as a result 
of the campaign to attract more freight to the railways. 


Standardisation of Rolling Stock 


Tt standardisation of railway equipment offers consider- 
able advantages to both the manufacturer and user. 
To the manufacturer it means cheaper production, and to the 
user quicker deliveries and a reduction in stores stock with 
its attendant advantages. At a conference of the General 
Managers of the railways of Southern and Central Africa 
held in Nairobi in November, 1955, it was decided that ample 
scope existed for further investigation into the unification and 
standardisation of equipment, and a special sub-committee 
was appointed for this purpose. This committee held its 
second meeting at Bulawayo earlier this month, and part of 
its business was to report on the progress made since the first 
meeting in 1957. Discussions were concerned with standard- 
isation of wagon types and other matters relating to rolling 
stock. It is apparent that considerable progress has been 
made in implementing earlier recommendations. By con- 
tinuing these discussions, much can be gained leading to the 
adoption of standards which could be extended to embrace 
railways far distant from each other, all with similar problems. 


Speed and Frequency of Passenger Services 


CRITIC of the express passenger service which British 
Railways, London Midland Region, plans to introduce 
on electrification of the Euston to Manchester and Liverpool 
lines in 1964, complain of the comparatively low speeds 
envisaged. Mr. E. W. Arkle, Director of Traffic Services of the 
Region, has pointed out in a letter to The Guardian that the 
average speed of 63 m.p.h. between London and Manchester 
is that of an hourly service with one or possibly two inter- 
mediate stops, and that this will not preclude the running of 
certain trains somewhat faster than this at times popular with 
business travellers, if it is found expedient to do so; more 
experience with a.c. traction will be necessary before the 
Region can commit itself so far in advance to a programme 
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outside the general pattern. Mr. G. F. Fiennes, Line Traffic 
Manager, Great Northern, of the Eastern Region, has stressed 
the importance of speed at a time of increasing competition 
from the private motorcar. The London Midland Region may 
be able to offer both frequency of service and high speed. The 
regular interval services of the Southern Region, over com- 
paratively short distances, and not affording very high speeds, 
have been more than holding their own. 


A Better Year in Western Germany 


CONTRARY to the experience of preceding years, the 

receipts and expenditure of the German Federal Railway 
in 1959 were as estimated. A preliminary review shows that 
goods traffic increased appreciably in the autumn, after a bad 
start in January and February. The rise in traffic receipts last 
year was not nullified by increases in the costs of materials 
and labour. A reduction from 48 to 45 hr. in the working week 
of certain grades is reported not to have added greatly to 
expenditure. Considerable economies were effected through 
rationalisation. The deficit for last year is expected to be less 
than DM. 500 million or some DM. 100 million less than 
1958, on the assumption that the Bundesbahn is not relieved of 
certain statutory obligations. Relief from these might result 
in net receipts of about DM. 500 million. Measures to improve 
services and reduce costs include further electrification along 
the right bank of the Rhine to Cologne and between seaports 
and industrial areas in the interior. 


Training Entrants to Industry 


THE steps taken by many sections of British industry to 

provide training for skilled employment are stated in the 
first report, for the period July, 1958, to December, 1959, of 
the Industrial Training Council set up by the British Employers’ 
Confederation and the Trades Union Congress. The appren- 
tice training arrangements of British Railways are stated to be 
comprehensive and well established, and the syllabuses 
reviewed periodically to ensure that they cover current tech- 
nical developments. Two more pre-apprentice schools were 
opened recently. Release from work by day for instruction 
is under consideration by the British Transport Commission. 
The Council has urged industry to take into account not only the 
larger numbers who will be leaving school in 1961-63, but also 
the probable continued expansion of industry, the mobility of 
labour, emigration, and shift working resulting from the need 
for more frequent replacement of machines caused in turn by 
increasing foreign competition. This year the Council’s major 
efforts will be to develop its training advisory service and to 
encourage more industrial organisations to take action along 
the lines already taken by some industries. 


Franco-German Electrified Link 


HFAYY iron ore and coal traffic passes over the steam- 

worked 33-mile link between Hargarten and Uberherrn. 
Hargarten is on the French National Railways main line from 
Lille to Strasbourg, electrified at 25kV., 50 cycles. Uberherrn 
is the Franco-German frontier station on the German Federal 
Railways, on a line to Saarbriicken; this section is being 
electrified on the German 15-kV., 164-cycle system. The 
S.N.C.F. and the Bundesbahn are jointly to electrify from 
Hargarten to Uberherrn at 25kV. To facilitate working at 
Uberherrn and other junctions between the two electrified 
systems, the Bundesbahn is to build dual-frequency three- 
voltage locomotives, to which reference was made in our 
January 15 issue. Current for the whole line will be taken from 
the S.N.C.F. track-sectioning post at Hargarten. A further 
sectioning post will be provided at the frontier point between 
Hargarten and Uberherrn with metering to record the current 
supplied to the German section. The feeder crossing the 
frontier will by-pass the sectioning switchgear, so that the 
supply to the German Federal Railway will be unaffected by 
switching operations on the French side 


Gauge Widening in Iraq 


CONVERSION to 4-ft. 84-in. gauge of the 350-mile metre- 
gauge line from Baghdad to Basra of the Iraqi Republican 
Railways is due to be completed in three years, with Russian 
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help. The work was formally inaugurated last Sunday by 
General Abdul Karim Kassim, Prime Mininster of Iraq. 
Construction of this section on the metre gauge was the 
result of the urgent need of the British forces during the war of 
1914-18 for rail communication between the Persian Gulf 
and Baghdad. India was the base for the campaign, and 
metre-gauge track, locomotives, and rolling stock were avail- 
able there, whereas standard-gauge equipment would have had 
to be brought from Britain. A 4-ft. 84-in. gauge line to Basra 
will afford a rail link without transhipment between northern 
Iraq, including the oilfields, and the Persian Gulf, and will be 
the completion of the Baghdad Railway project conceived at 
the end of the last century. Widening has been under considera- 
tion for many years, but the expense so far has been considered 
prohibitive. Diesel traction is believed to be envisaged. The 
railway link under construction between the Bosphorus, 
Teheran, and, eventually, Karachi, does not enter Iraq. 


Improved Services to Italy 


ALTERATIONS in the pattern of some international pas- 

senger services to and from Italy, are being made by the 
Italian State Railways, largely to enable advantage to be taken 
of the speeds possible on the Milan-Bologna-Florence-Rome 
route. As the S.O.E. is the principal night service between 
those cities, its schedules have long remained basically un- 
changed, so as to provide convenient Paris-Milan timings. 
With the introduction of the summer timetable on May 29, 
a new train, the “‘ Lombardy Express” will provide an over- 
night service both ways between Paris and Milan via the 
Simplon Tunnel. The S.O.E. will be restricted to passengers 
between the West and points east of Milan. It will also con- 
vey from Paris to Milan through sleeping cars between Paris 
and Florence, Rome, and Naples which have been worked 
hitherto in the “‘Rome Express” via the Monte Cenis, Turin, 
and Genoa, on which route the fastest schedules possible with 
existing motive power already have been attained. The S.O.E. 
now assumes its proper r6le as a link between the West and 
the Adriatic and Eastern Europe. 


American Tourist Potential 


ACCORDING to a study completed last November for the 

European Travel Commission by Mr. L. J. Lickorish 
of the British Travel and Holidays Association, and Mr. G. 
Anderla of the French Government Tourist Office, there 
should be twice as many American visitors in 1965 than there 
were in 1959. It is probable that much of the 12-million travel 
potential which exists in the U.S.A. is unaware of the attrac- 
tions offered by Europe, and the report includes proposals for 
new forms of advertising and marketing schemes. Other 
points made were the need for good information services—at 
present, it seems likely that Americans learn most about 
European travel from their friends. Special emphasis is laid 
on “ repeat ” visitors, approximately two-thirds of which belong 
to managerial or professional classes and which include a high 
percentage of women. Spring is the season most favoured 
for European travel: there would seem, therefore, to be 
justification for “ off-season ” promotion. A special point made 
is the nature of the travel: a third of the tourists are on business 
and two-thirds are on holiday. 


Telecommunications in the Eastern Region 


Now that electrification. work in the Eastern Region of 

British Railways is proceeding rapidly it is very appro- 
priate that steps are being taken to modernise the existing 
telecommunication network, The railway telephone system 
has a dual function. It plays an essential part in the actual 
control of the running of trains and in addition it has to supply 
a close link between administrative headquarters, commercial 
departments, and the general public. The scheme, for which 
approval has been given, will be the most far-reaching develop- 
ment in railway telecommunications ever undertaken in this 
country. The focal point will be at a new exchange to be built 
at Kings Cross. Other exchanges will cater for the L.T. & S. 
line and the Great Eastern suburban lines. Details of the 
plan are given elsewhere in this issue. The aim is to provide, 
stage by stage, a fully automatic system, employing every 
modern technique simultaneously as electrification work 
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progresses. Close liaison with electrification work is essential. 
Unless special measures are taken to combat the inductive 
effects of traction currents, including short circuit currents, 
on ‘telephone cables, dangerous conditions can arise and 
telephone circuits can be made unworkable or the service 
impaired. The problem is complicated by the use of high 
voltages for electric traction. 


Advice on Wagon Loading 


CONSIDERABLE economy in wagon user should result if 

consignors who load their own produce take the advice 
set out in a booklet issued by the East African Railways & 
Harbours. This sets out to describe in simple terms the 
general principles to be followed in loading railway wagons, 
and to give some advice on the loading of specific types of 
goods into wagons most commonly used on the East African 
Railways system. Of particular interest is a section dealing 
with the loading of open wagons. This is accompanied by 
a series of diagrams showing the correct method of loading 
and stacking bagged traffic, and also gives hints on cover- 
ing unbagged traffic to afford maximum protection during wet 
weather. Much of the other information is of an elementary 
nature, but there is some useful advice to prevent pilferage. 
For instance, valuable bagged traffic, such as coffee, should be 
stacked at least 18 in. away from wagon doors to prevent 
bleeding by cutting through door crevices. If shippers co-operate 
as Suggested it will help E.A.R. & H. to get traffic safely and 
speedily to its destination, and a great deal of wastage of rolling 
stock will be avoided, with consequent ultimate advantage to 
all railway users. 


New Ship for Harwich—Hook Service 


HE steamer services between Harwich and the Hook of 
Holland are an essential link between Britain and the 
Continent. The night services of British Railways, Eastern 
Region, afford comfortable overnight journeys between Lon- 
don and Dutch cities and some places in Western Germany, 
with through connections between the Hook and many more 
distant places. Day travel between London and Holland, with 
night expresses between the Hook and many places, is provided 
by the Zeeland Shipping Company. The latter has worked in 
partnership with the Eastern Region and its predecessor, the 
London & North Eastern Railway, since the Zeeland Company, 
which has operated steamers between Holland (formerly from 
and to Flushing) and England since 1875, transferred its 
British terminal to Harwich in 1927. The company placed 
in service earlier this month a new vessel, mv. Koningin Wil- 
helmina. It is equipped for both day and night travel, including 
ample accommodation for motorcars—a growing traffic. 
Notable features are a conference room seating 12, and 
equipped with a typewriter ; it can be used also as a private 
dining-room; and double de-luxe cabins with ship-to-shore 
telephones. 


Transport of Iron Ore in Morocco 


RAILWaAys already under construction or projected in 
North Africa are for the movement of oil from the 
Algerian wells to the Mediterranean. A 400-mile line is now 
reported to be planned in Morocco, from Fort Gouraud to 
Port Etienne on the Atlantic, in Mauretania. Iron-ore deposits 
in the Fort Gouraud area are to be developed by an international 
company, 50 per cent French, with British, German, and 
Italian participation; the British Iron & Steel Corpn. Ltd. 
is stated to have an interest. The purpose of the railway is 
movement of ore to the coast. Production is expected to 
result eventually in two 10,000-ton train-loads a day. The 
gauge presumably will be 4 ft. 84 in. The terrain is understood 
not to necessitate many major works, as would appear from the 
weight of trains envisaged. The motive power probably will be 
diesel. It is clear that there is no other means of moving bulk 
commodities, such as ore, as effective as a railway. Little 
potential traffic, other than minerals, is believed to exist in 
this arid region. The ore line in Mauretania is one of several 
such railways projected or being built. Transport of minerals 
is the\main reason for recent new construction in India, 
Canada, and elsewhere, and for increasing the capacity of 
existing sections. 
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B.R. Sold Down the River 


Wilk an overall interim increase of 5 per cent, backdated 

to January 11, the railway strike has been averted. 
Once more the railways have been made a tool of Govern- 
mental expediency. There can be no doubt that the British 
Transport Commission, as on previous occasions, has had to act 
on direct instructions from the Government and, in the light of 
the occurrences of the past couple of weeks, it can no longer 
pretend to have even a semblance of autonomy in affairs 
which are completely basic to any form of management or 
commercial enterprise. It is perfectly clear that Sir Brian 
Robertson, Chairman of the Commission, acted under duress 
from the Government both in opposing the claim for so long 
and in capitulating at the last moment when the Government 
was afraid to face the political repercussions of a railway 
standstill. 

This inevitably must raise the point as to whether it is 
worth while continuing the pretence that British transport is 
being administered on corporation lines. This is by no means 
the first occasion on which either a vast increase in costs 
has been forced on the Commission or an endeavour to 
increase revenue has been frustrated as a direct result of 
Governmental intervention. If transport is to be perpetually 
hamstrung by factors which have no relation to commercial 
considerations, two conclusions may well be drawn. One is 
that the direct responsibility for administering the railways 
might be better vested in a purely Government department so 
that moral and financial liability may be clearly recognised. 
The second is that Government itself must assume responsi- 
bility for the completely uneconomic situation of the railways 
which has resulted and which must continue to result from its 
own pusillanimous attitude. This at least would overcome the 
necessity for the disgraceful action of making a scapegoat of a 
man and of men who are well aware of the ultimate conse- 
quences of last week’s events. 

No comment is necessary on the lack of propriety shown by 
one union in acting in direct conflict with the letter and spirit 
of a contract freely entered into and thereby forcing a position 
from which to obtain favoured treatment for some of its 
members. It may well be that a case could have been made out 
for some increase in pay for British railwaymen generally at 
this time, but not under the kind of duress which was used 
last week. That the increase was justified has been freely 
admitted by a public which lost much of its sympathy for 
railwaymen as a result of their bludgeoning tactics. If there 
was any assurance that, when the Guillebaud report is issued, 
some similar situation will not arise again, one would have 
greater confidence in the responsibility of N.U.R. membership 
and leadership. 

There is one aspect of the general situation which must 
evoke wry satisfaction. The public in general has been quick 
to criticise railways and has never lacked the power to make its 
criticism vociferous. Nevertheless, the prospect of a withdrawal 
of railway services and the realisation of the difficulty of 
carrying on trade and commerce during a period of complete 
cessation of railway work was sufficient to force the Govern- 
ment to unusually strong measures. Not only did it envisage 
the declaration of a state of emergency and make preparations 
which were more suited to a time of war, but ultimately it gave 
way at the eleventh hour to the union’s demands. The cost of 
this settlement could be incalculable. It may well be that 
the first step has been taken in a new bout of inflation, the 
effects of which will be nation-wide. 


European Transport Policies 
WYsEN the war ended in 1945, three-quarters of the railway 
mileage on the Continent of Europe was out of action. 
Strenuous efforts were made to restore the railways and other 
forms of transport. The main need was felt to be to the 


restoration of transport facilities. Little consideration was 
given, not unnaturally, to the question whether, in view of 
the certain development of road and air transport, restoration 
of railways and canals was the best step to take in the long run. 
Yet it was realised, if rather dimly at the time, that the 
problem of transport policy and the best division of function 
between the different forms of transport would arise, because 
of the potentialities of road transport. Even in 1947 it was 
perceived that it would be essential to determine the division 
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of function within countries and also to ensure that the trans- 
port policies adopted by countries, more particularly those 
with adjacent land frontiers, would not harm their neighbours. 

One consequence was the inclusion in 1947 in the terms of 
reference of the Inland Transport Committee of the Economic 
Commission for Europe of “the promotion of agreement 
between governments on long-term inland transport policy in 
Europe.” Discussions in the Inland Transport Committee 
between governments on the co-ordination of transport 
started a series of discussions on this subject in other inter- 
national inter-governmental and non-governmental organisa- 
tions. The vast investments made in the railways to rehabilitate 
and modernise them after the war seemed only to result in 
increasing their deficits, and in 1956 the European Conference 
of Ministers of Transport made a very special effort to examine 
this problem. A report was prepared and approved by the 
Ministers of Transport of 17 countries in 1957. During its 
preparation the views of transport users were expressed by the 
International Chamber of Commerce and those of the carriers 
by the International Union of Railways (U.I.C.), the Inter- 
national Road Transport Union, and the _ International 
Union of Inland Navigation. The views of the trades unions 
were voiced through the International Transport Workers 
Federation. The report explained the causes of the railway 
deficits and suggested remedies. It made it clear that while 
there was general agreement that the causes of the railway 
deficits were much the same in different European countries, 
though their effects varied, there was complete disagreement on 
some of the remedies and their application and the case for 
both sides was stated. Fundamental differences of approach 
regarding transport policy were clearly revealed. The problems 
are stated by Brigadier A. E. M. Walter, Head of the Inter- 
national Inland Transport Branch of the Ministry of Transport, 
in his comprehensive paper read last Tuesday to the Scottish 
Section of the Institute of Transport in Glasgow. 

In Europe today, he points out, six countries have already 
set their course towards a common market and seven others 
towards a free trade association, and all Western Europe is 
moving towards freer trade and closer association. As part 
of these moves the six countries of the European Economic 
Community are seeking a common policy in transport and 
unless new barriers to transport and, therefore, trade are to be 
created, it is clear that this move towards a common policy 
must involve all the rest of Western Europe. He describes the 
major issues which will have to be resolved in determining the 
European transport policies of the next decade or so: Whether 
transport is to be regarded as a public service or a commercial 
enterprise; freedom to buy and sell transport services; the 
regulation of rates; and track costs. 

As to the first of these, Brigadier Walter points out that the 
Treaty of Rome, which set up the Common Market, pro- 
hibited the use of transport to subsidise industries; that in no 
country is transport really granted the full freedom of a normal 
commercial enterprise; that many governments are now com- 
pensating their railways for the public services which they are 
either compelled to provide or to provide at a loss, and that a 
public service of at least passenger transport will have to be 
provided in some degree or other. It would not require, 
therefore, very much change if the common policy for Europe 
were to be based on the principle that transport should be 
regarded as a commercial service and be granted the full 
freedom of a normal commercial enterprise but at the same time 
the carriers would be required to provide certain public 
services as agencies of governments. As they would be fully 
compensated for the provision of these services the rates 
charged to the public for these services would be regulated. 

The solution of the problem of freedom to buy and sell 
transport, he believes, depends largely whether transport is to 
be a public service or a commercial enterprise. If it is to be 
regarded as a commercial enterprise free to function as other 
commercial enterprises but providing agency public services 
when required to do so, then restrictions on the sale of transport 
services within countries will not be necessary and there can be 
full freedom to export and import these transport services 
which will have been produced by commercial enterprises 
—— freely across frontiers in the same way as goods will be 
traded. 

The control and the publication of rates is one way of 
regulating the volume of transport services and of preventing 
the exploitation by the carriers of the sale of a service which is 
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required by all. The practice in several countries is described 
in the paper. In the case of the railways, which achieved a near- 
monopoly in transport until the advent of road transport, all 
governments considered it necessary to control rates and to 
oblige railways to publish their rates as a counter to their 
monopoly. Inland water rates were somewhat similarly 
regulated. But few governments have attempted much control 
of the rates at which road goods transport for hire and reward 
is sold and there has been no compulsory publication of rates. 
If transport is a public service which has a monopoly of a 
commodity which satisfies conventional needs, then rates 
would be fixed and published, and the same rates applied to 
all users. If it is to be regarded as a commercial enterprise then 
there would be little control of the prices at which its services 
would be sold and rates would not be fixed or published and 
services would be offered at different rates based on commercial 
considexations. 


Railcar Transmission Design 


ME: A. G. Wilson’s paper, “Trends in Transmission 
Design for Self-propelled Diesel Railcars,” read at a 
meeting of the Institution of Locomotive Engineers in London 
on February 16, focuses attention on the part which can be 
played by transmission design in the general advancement 
of the self-propelled railcar. That the latter can become an 
even more useful vehicle than has been proved already by 
its use in the modernisation of British Railways and else- 
where is Mr. Wilson’s conviction. In support of this he suggests 
that many of the lessons learned are only beginning to become 
appreciated and the next few years will undoubtedly show still 
more progress. 

He points to the restrictions originally imposed on the intro- 
duction of railcars by the lack of suitable engines and trans- 
missions and to the impetus gained immediately fast-running 
horizontal engines of sufficient power were developed to enable 
them to be used in the now common underfloor arrangement 
driving lightweight rolling stock. It is only in the last few years 
that the acceptance of the diesel railcar has warranted the 
development of prime movers for it and now the aim should be 
to bring along together the continuous processes of improve- 
ments to engines and transmissions alike. 

Urgent requirements in technical development suggested 
include a torque converter with a power loss of five per cent or, at 
the most 10 per cent, over a torque range of 2:1 with astarting 
torque of not more than 4:1; automatic gearboxes in which 
the changes of gear are accomplished without the complication 
of electric or hydraulic devices; a simple method of providing 
bi-directional running with a positive means of preventing 
any of the power units being turned in the wrong direction. 
For the transmission to be simpler and more reliable it should 
have less to do in the way of torque multiplication; greater 
engine horsepower and lower vehicle weight are the determining 
factors here. 

An unusual arrangement for providing bi-directional running 
and for preventing the unintentional reversal of individual 
power units is described by Mr. Wilson. The conversion, two 
and a half years ago, of existing steam-hauled passenger stock 
into self-propelled units capable of up to 90 m.p.h. for the 
Belfast-Londonderry line of the Ulster Transport Authority 
excluded the possibility of using conventional dog operation 
of dual constant-mesh bevel gears in the axles because multi- 
axle drive was required. The latter was to give the adhesion 
needed for maximum acceleration when hauling trailer cars 
and, at night, goods wagons as the service did not warrant 
separate diesel locomotives. 

A planetary reverse-reduction gear with brake-band operation 
was chosen, giving 2: 1 reduction in both directions; this was 
installed between a torque converter and dn automatically- 
controlled four-speed gearbox also of the planetary type, a 
combination which gave an almost constant-horsepower drive. 
The brake bands were air operated by electro-pneumatic valves. 
As, unlike a dog clutch, a brake band cannot be baulked, the 
direction gear could be relied upon as long as there was no 
electrical fault such as the crossing over of connections. Oil 
pressure from a pump driven by the bi-directional gearbox out- 
put shaft prevented the normal air pressure from operating 
the incorrect brake-band engagement piston. Also if a gear was 
already engaged in one bi-directional box contrary to the move- 
ment of the train, oil pressure from the same source would cause 
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it to become disengaged during the first few revolutions of the 
output shaft. Notwithstanding the drawback of additional 
weight and cost, Mr. Wilson suggests that the advantage given 
by a bi-directional gear of this type warrants its use when twin- 
:axle drive is used. 

He also believes that the combination of torque converter 
‘coupling and friction-operated gearbox has been well proved 
by the installation described. In it, gear changes are not notice- 
able because the engine speed does not change perceptibly and 
the tractive-effort does not suffer any instant change; each 
alteration in the gear ratio is immediately compensated by a 
sympathetic adjustment of the torque converter speed ratio. 


Bridge Reconstruction in the L.M. Region 


ECONSTRUCTION of the bridge carrying the Manchester 
South Junction & Altrincham line over Fairfield and two 
other streets at Manchester London Road Station, British 
Railways, London Midland Region, described elsewhere in 
this issue, is only one of many such works in that area. 
Several are bridges included in the main-line viaduct section 
between Piccadilly (London Road) and Edgeley (Stockport) 
and others are on the M.S.J. & A. line to Oxford Road. Besides 
being rebuilt some of these bridges are being widened or 
lengthened. 

Two of them, one carrying the main line over Fairfield 
Street and the other over London Road on the viaduct to 
Oxford Road, are of particular interest. They previously 
consisted of multiple two-pin cast-iron arch ribs and these 
have now been encased in reinforced concrete to form three- 
pin arches. The shuttering in each case was suspended from 
the cast-iron superstructure, enabling the roadway to be kept 
open for traffic. The superstructure of the reconstructed skew 
bridge over Hyde Road is continuous with two spans centrally- 
supported by a portal-frame pier in the middle of the roadway. 
It consists of three pre-cast pre-stressed concrete slabs each 
carrying two tracks and weighing, 800 tons. The slabs were 
assembled in turn from pre-cast pre-stressed deck units beside 
the old structure, the units being post-tensioned longitudinally. 
The beams were rolled into place successively. 

Travis Street underbridge has been rebuilt with 19 pre- 
stressed concrete beams each weighing 32 tons and connected 
by shear keys cast in situ. The superstructure has also been 
widened, the cill beams being supported by free-standing 
cylindrical columns. In strengthening Crossley Road under- 
bridge opportunity was taken to provide a wider roadway 
by increasing the span now carried on new abutments built 
behind the old ones. The superstructure consists of four 
prefabricated steel and concrete deck slabs. At Stanley 
Grove bridge the reconstruction has been in the form of pre- 
stressed concrete beams, the work being carried out in two 
stages each involving two tracks. All these works have been 
undertaken in connection with the Manchester-Crewe electri- 
fication scheme included in the London Midland modernisa- 
tion programme and carried out under the general direction of 
the Chief Civil Engineer of that Region. 


Origins of the Great Central Railway 


NDER the title “‘ Great Central,’ Mr. George Dow tells 
the story* of the origin and development of the Man- 
chester, Sheffield & Lincolnshire Railway until the year 1863. 
The first important step was the incorporation in 1837 of the 
Sheffield, Ashton-under-Lyne & Manchester Railway to open 
a through route between two industrial areas, with possibilities 
of extension across the county of Lincoln to the Humber. 
The plan involved the crossing of the Pennines and the boring 
of a tunnel at Woodhead, where difficulties were encountered 
like those experienced by British Railways when a new tunnel 
was constructed there between 1949 and 1954. The first 
tunnel took a long time to build and cost twice as much as the 
estimate. Through traffic did not pass until 1845, about 
seven years after the first ground was broken. 
The next step taken by the S.A. & M. was to amalgamate 
with two Lincolnshire railways and the Grimsby Docks 
Company. The combine took the title Manchester, Sheffield 
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& Lincolnshire Railway and held its first meeting in 1847. It 
had a variety of interests in joint lines, docks, ferry boats, and 
canals. Soon it was short of money, had to economise, and 
negotiated a loan. Not the last occasion on which the history 
of the Great Central will report a state of financial stringency ! 

The M.S. & L. had, however, the knack of choosing capable 
men for its service. In 1850, James J. Allport was appointed 
General Manager, but left three years later to take charge of 
the Midland Railway. Also in 1853 John Fowler, then 36 years 
old, ceased to act as Engineer and went to find scope in wider 
fields, rounding off his career by becoming a baronet on the 
opening of the Forth Bridge in 1890. Next Mr. Dow records 
the departure of Richard Peacock, an able Locomotive Super- 
intendent, to join C. F. Beyer in founding a well-known loco- 
motive building firm. But the really decisive change was the 
appointment in 1854 of Edward W. Watkin as General Manager 
at the early age of 34. Mr. Dow proposes to devote his second 
volume to an account of Watkin’s long reign. He was a 
remarkable man and it is strange that his idea of a through 
train service from Manchester to Paris, via a Channel Tunnel, 
is now being considered once again. 

Mr. Dow has given years of patient research to the prepar- 
tion of the first instalment of the history of the Great Central 
Railway, as it was called after August, 1, 1897. His book is 
clearly printed, illustrated appropriately, and equipped with 
maps and diagrams. The one thing it lacks is a table showing 
year by year capital expenditure, revenue, working expenses, 
operating ratio, and dividends paid. Probably he has arranged 
to give more space in his second and third volumes to operating 
and financial results, which became of increasing importance 
with the lapse of time. 


Malayan Railway 


[INCREASE in the amount of passenger and goods traffic 
moved by diesel motive power was a major feature of 
1958 on the Malayan Railway. A copy of his report for 
that year has been sent us by Mr. G. M. Wheat, Chairman and 
General Manager of the Malayan Railway Administration. 
Mr. C. G. Harrison, General Manager of the Malayan Railway 
from 1954, left Malaya in June, 1958, on leave before retire- 
ment; Mr. D. D. Bartlett, General Manager from Mr. 
Harrison’s retirement, himself left Malaya in the following 
November, on leave before retiring, and was succeeded by 
Mr. Wheat. The report was signed in June, 1959, but there have 
been delays in printing. The statistical graphs are clear, and 
the photographic illustrations, some in colour, well chosen 
and reproduced. 
bcs principal results for two years 1957 and 1958 were: 
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By George Dow, F.R.S.A., 


Vol, I: The Piozenitors, 1813-63. 
Ian Allan Limited. 9 in. 


Loco. E. Hampton Court, Surrey: 
Illustrated. Price 35s. 


*Great Central, 
M. Inst. T., A.L 
x 5}in. 288 pp. 


The report draws attention to the continued fall in revenue, 
the principal causes of which were the general trade recession, 
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increasing competition from other forms of transport and the 
restriction in the output of tin. The serious decline in earnings 
caused drastic reductions to be made in shunting goods services 
and resulted in introduction of the train staff-and-ticket 
system of operating trains on Sundays to curtail excessive 
staff overtime. The general pattern of the timetable was un- 
changed, but a revised Sunday service was introduced and many 
local goods services were reduced to operate on alternative 
days only. 

The number of passenger journeys decreased by 6°65 per cent; 
the amount of the decrease by classes was: first class 9-21 per 
cent, second class 13-29 per cent, and third class 6 per cent. 
Passenger revenue only decreased by 4-64 per cent. The revenue 
from goods traffic fell by 15-91 per cent, but the tonnage 
carried decreased by only 5-64 per cent. The serious decline 
in revenue was caused by the necessity of introducing excep- 
tional rates so as to obtain a share in the face of intense 
competition from road and sea, of the reduced amount of 
traffic available. At the beginning of 1956 only 35 per cent of 
the tonnage carried was at exceptional rates, but by October 
1958, 78:3 per cent of the tonnage carried was at exceptional 


rates, and in the same month 64 per cent of the goods revenue 
was earned from this traffic. 
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The last of 26 English Electric 1,500-h.p. Co-Co main-line 
diesel-electric locomotives was placed in service. These 
locomotives replaced steam traction on all the principal 
services and economies of between $1} and $14 million a year 
have been achieved. The diesels enabled banking engines 
over the pass section between Taiping and Padang Rengas 
to be withdrawn and the locomotive depot at Taiping to be 
closed. 

The Railway Administration holding in the Cargo Handling 
Corpn. Ltd., and the Kuala Lumpur-Singapore Express 
Limited remained unchanged, but the reduced volume of 
business was reflected in the reduced dividends of the Express. 
Company. The methods of financing the construction of three 
deep water berths in the North Klang Straits at Port Swetten-- 
ham continued to receive urgent study, and it was decided to 
make application to the U.S.A. for a loan from the Develop- 
ment Loan Fund. The report of the inquiry into certain aspects. 
of the working at Port Swettenham was received during the: 
year and has been studied by Government. 

The process of introducing Malayan officers into the railway 
service continued steadily, and at the end of 1958 only 35 
expatriate officers remained in service compared with 46 at the 
end of 1957, and this number has since been reduced. 








LETTERS TO THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Southern Region Motive Power 


February 1 

Sir,—Mr. G. A. Allan, whose letter was published in 
your issue of January 22, can have had little experience 
of other Regions which have had modernisation ladled out 
to them in bigger doses. 

The present steam locomotive power in the Western Section 
of the Southern Region does its job with remarkable efficiency 
and has a higher standard of punctuality and freedom from 
locomotive failures than are achieved in most other parts of 
the country. 

Yours faithfully, 


J. B. LATHAM 
Channings, Kettlewell Hill, Woking 


Modernisation at Peterborough 


January 23 
Sir,—I refer to the illustrated article on January 22. I 
have been trying for several years to find the reason why the 
former Great Northern Railway passenger station was not 
placed in what would be regarded as the “ normal ” position, 


i.e., SO that the main line ran straight through. Instead, it 
was placed slightly out of alignment, causing a sharply curved 
approach and a crippling speed restriction, both now to be 
removed. 

The Parliamentary plans and traceable historical evidence 
provide no clue to this enigma. There does not appear to 
have been any physical or financial drawback. Does anyone 
know the answer ? 

Yours faithfully, 


C. R. CLINKER 
9, Regent Place, Rugby 


Writing on the Right Lines 


January 4 
Sir,—I see from Mr. R. E. Vincent’s comments in your 


December 25 issue that, in effect, he wants more long-winded 
letters because it is current common practice to write them. 
Mr. Vincent suggests verbosity; I prefer brevity. 

It is quite possible to write clear, concise, polite English, 
conveying exactly the meaning required, without the jargon 
and blarney that now creep in. Nor do I subscribe to Mr. 
Vincent’s view that the writers of verbose letters expect the 
same style in reply. My experience is that answers in direct 
style are welcomed; they tend to expedite matters because 
careless and ambiguous expressions are avoided. 


As to Mr. Vincent’s last paragraph, the odd thing is that 
those who are not so well educated and are least able to make 
the best use of “ the infinite possibilities of the most versatile 
language in the world” so often make their letters worse by 
adherence to verbose jargon. 

Yours faithfully, 
K. J. LEE, A.M.INST. T. 
39, Lord Roberts Avenue, Leigh-on-Sea 


Passenger Traffic in the North Eastern Region 


February 9 

Sir,—It was pleasing to read the article by Mr. C. Ayers 
on February 5, as he sets about the development of 
passenger rail travel enthusiastically. He favours the extension 
of multiple-unit diesel services, but perhaps he will be kind 
enough to explain why, in spite of 8,627,000 coaching diesel 
train miles run in his area last-year, the number of passenger 
journeys decreased in 11 months to November by 2,269,000, 
or 4 per cent. There was a decrease in every month except 
March, which included the Easter holiday period. 

Yours faithfully, 


R. BELL 
Clacton-on-Sea 


Selection and Training of Railway Staff 


January 2 

Sir,—Mr. H. C. Johnson’s reply in your issue of January ! 
shows that although he called the attention of the Railway 
Students’ Association to the unfairness and serious loss of 
efficiency which result when keen, intelligent, and ambitious 
men are passed over or, worse still, not even noticed, he 
advocates no practical change in the promotional arrangements 
which presumably produce these frustrations. 

In the interests of good staff relations railway managements 
would be well advised to take the initiative in scrapping the 
present promotional set-up. They should make known to 
their employees their conditions of service and pay and publish 
them for all to see; take a direct and personal interest in each 
individual by appointing him to a position for which he is most 
suited ; make systematic inquiry from time to time to see that 
he is being considered and obtains suitable promotion ; review 
the history of each person at intervals to ascertain that he is 
not being overlooked, and root out inefficiency at whatever 
level it is found. 

Yours faithfully, 
ROBERT W. LEWIS 
104, Leggatts Way, Watford 
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Pops on the Platform 


All the paraphernalia of publicity was 
focused on Platform 11 at Waterloo 
Station last night. There was Joe Hender- 
son, who has just composed a piano 
tune, “‘ Oo-la-la.”” There, like a break- 
water in the rush-hour tide, was a piano. 
Henderson sat at the piano and played. 
The crowds surged by. Then Joe Hender- 
son—without piano—caught the boat 
train for Southampton and the Queen 
Mary, on a U.S.A. tour.—From the 
** Daily Sketch.” 


** Crowns for Convoy ”’ 


The increase in the amount of money 
which British travellers are expected to 
spend abroad is shown in the issue by 
Thos. Cook & Son Ltd. of a £50 trav- 
eller’s cheque, the first of this denomina- 
tion and the first to bear the signature of 
Sir John Elliot, Chairman of the com- 
pany. The new cheque is gold in colour 
and the design is complementary to 
Cook’s present issues of £2, £5, £10, and 
£20, and U.S.A. $10, $20, $50 and 
$100 cheques. Thos. Cook & Son 
Ltd., issued its first traveller’s cheque 
in 1873. 


Grooming a ‘‘ Gladstone’’ 

A photograph in British Railways 
Magazine, of the Stroudley 0-4-2 loco- 
motive of the former London Brighton 
& South Coast Railway in York Museum 
reminds Mr. A. Burgess of his days as a 
cleaner at New Cross Depot, L.B.S.C.R. 
Writing in the January issue of the 
Southern Region edition of the magazine, 
he states: “‘ This engine was a pleasure 
to keep clean because I followed only 
this one alternating with the driver both 
day and night . . . We would all make 
a point of watching her go through New 
Cross at a grand speed all shining—and 
a sight to behold! My engine had no 
name then, but the number on the cab 
and buffer beam was 217; but, of course, 
it was exactly the same class as Gladstone. 
All the engines at New Cross Depot were 
kept very clean and we all took great 
pride in our work. In fact, the driver 
could get down into the pit and stand 
in the motions without soiling his clothes, 
and the copper and brasswork was always 
burnished.” 


Heritage of the Railway Age 


The early railway architecture of this 
country is the beginning of the whole 
history of the Railway Age. . . . Large 
cast-iron roofs such as those at St. 
Pancras and York are still among the 
engineering wonders of the world. The 
wooden roof of the original station at 
Temple Meads, Bristol, has a span 
exceeding that of Westminster Hall, 
the largest medieval wooden roof in 
existence. . . . Unfortunately, the names 
of the architects of some of our grandest 
Stations, such as Temple Meads, are 
forgotten. ... A great many splendid 
buildings have been mutilated or allowed 
to decay. . . . Stations are by no means 
the only good architecture with which 
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the railways provided Britain. There are 
bridges—the Britannia Bridge over the 
Menai Strait, by Robert Stephenson 
and Francis Thompson (1845-50), with 
its enormous guardian lions and cyclo- 
pean piers and entrances; Conway 
Bridge in the Gothic style, blending 
with the castle; Brunel’s wonderful 
brick bridge over the Thames at Maiden- 
head with its nearly flat arches... . 
The railways were built by people who 
were proud of them and thought of their 
stations, bridges, viaducts and tunnel 
entrances as the additions to the land- 
scape. Their present shoddy treatment 
is thus doubly distressing. Pleasant, 
flimsy wayside stations of wood are 
allowed to rot and are then replaced 
with a less functional and infinitely 
more uncomfortable concrete, so that 
they are like cold public lavatories.— 
John Betjeman in “ The Daily Telegraph.” 


Sing a Song of Sixpence 

The purchaser of a suburban train 
timetable found it unsuitable for his 
purpose and sent it with a letter to the 
railway headquarters. Receiving no 
reply, he sent a postcard to the Public 
Relations Officer, quoting ‘“* Twelfth 
Night,”’ act II, scene iii, line 100. The 
P.R.O. ascertaining that a reply and 
refund had just been despatched, referred 
the correspondent to line 33 of the same 
scene. Line 100 reads: “Is there no 
respect of place, persons, nor time, in 
you ?”’ and line 33 : “Come on ; there 
is sixpence for you : let’s have a song.” 


Queen Victoria’s Saloon Preserved 


The two six-wheel saloons built for 
Queen Victoria by the London & North 
Western Railway in 1869 at Wolverton 
Carriage Works were the first British 
railway coaches to be connected by an 
entirely closed flexible gangway. (The 
first closed gangways are believed by 
Mr. Hamilton Ellis to have been fitted 
to vehicles on the Naugatuk Railroad 
in U.S.A. in 1852). In 1895 the two 
bodies were united on a single frame, 
making a vehicle 60 ft. long. The electric 
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reading lamps installed at that time were 
not liked by the Queen, and oil lamps 
and candles continued to be used for the 
remainder of her reign. The illustration 
shows the saloon en route to the British 
Transport Commission depot at Clapham, 
where it is being preserved with other 
historic vehicles. The livery is almost the 
same as that of the L.N.W.R. 


Footslogging 


The Blacktown Railway in New South 
Wales has found the ideal way to cele- 
brate its centenary. I read that it has 
asked Dr. Barbara Moore to walk the 
3,000 miles to Blacktown from Perth. 
—From ‘“ The Londoner’s Diary,” in 
the ** Evening Standard.” 


A Lusty Team 


Managed by a former General Manager 
of Railways, Mr. H. C. Lusty, a team of 
New Zealand Railway bowlers has left 
for Adelaide to participate in the bi- 
ennial New Zealand-Australian Railways 
bowling carnival, to be held this year in 
South Australia. There are 24 men in the 
team. 


Penalties of Punctuality 


An attempt by British Railways to 
get trains running to time has had 
unforeseen results. On some main-line 
stations the public are complaining 
that when trains run to time they are 
likely to miss them. A ticket collector 
at Derby said yesterday: “* People have 
come to rely on trains being late. Now 
many of them are leaving on time and 
we get people dashing through the barrier 
at the last minute and returning to com- 
plain that they have missed their train. 
When we explain politely that the train 
left on time they become abusive.” . . . 
A waitress in the cafeteria at Derby said 
the busiest time of their day used to be 
around 5.30 p.m. when people were 
waiting for the York to Bristol express. 
Now that it was running on time, the 
cafeteria was often deserted and far 
fewer cups of tea were being served.— 
From “* The Guardian.” 


[A. Earle Edwards 


Saloon formed from six-wheel vehicles built by the L.N.W.R. for Queen 
Victoria and now being preserved by the B.T.C. at the depot at Clapham 











SOUTH AFRICA 


Delivery of Tank Wagons 


The South African Railways current 
rolling stock programme provides for 
the addition of 400 tank wagons to the 
establishment. Of these, 200 are now 
beginning to come into service and the 
balance will be delivered between Novem- 
ber 1960, and August 1961. Should 
conditions call for still further additions, 
the rolling stock programme will be re- 
vised in the light of the requirements ‘of 
the oil companies. 


Natal Main Line Improvements 


It is expected that the new 3-mile 
twin tunnels between Boughton and 
Cedara on the Natal main line will be 
opened to traffic next March. This will 
mark the end of five years of intensive 
work by 1,000 workmen on a £4,200,000 
project. 

The tunnels are 100 ft. apart with 
joining tunnels every half-mile. The inside 
dimensions are 18 ft. by 15 ft. The 
quantity of rock excavated was 263,480 
cu. yd. for each tunnel. The tunnels 
are the longest in South Africa and as 
far as is known in the whole of Africa. 
When brought into use the distance be- 
tween Boughton and Cedara will be 
shortened by four miles, but together 
with other deviations already completed, 
will bring Pietermaritzburg and Lady- 
smith 18 miles closer together. Double 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 
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line working will come into operation 
between these two places. 

To speed up traffic on the single line 
section between Newcastle and Union 
(near Germiston) extensive deviations 
are being built between Volksrust and 
Kaydale and these too are nearing com- 
pletion, with the result that grades and 
curvature are being reduced and the 
distance shortened by 12 miles. 


RHODESIA 


Standardisation Committee Meeting 


The second meeting of the special sub- 
committee on standardisation, appointed 
at the conference of the General Mana- 
gers of the Railways of Southern and 
Central Africa at Nairobi in November, 
1955, was held at Railway Headquarters, 
Bulawayo, earlier this month. The com- 
mittee first met at Bulawayo in March, 
1957, and part of its recent business was 
to report on the progress made since the 
first meeting. Discussions were con- 
cerned with standardisation of wagon 
types and other matters relating to rolling 
stock. 

The following delegates attended the 
meeting :— 

Monsieur J. Pierre, Director of Mater- 
ial, Bas Congo-Katanga Railway; En- 
gineer Lamas de Oliviera Viana, Ben- 
guela Railway; Monsieur L. Bouvry, 
Chief Engineer, Upper Congo-Great 
Africa Lakes Railways; Engineer A. P. 








Diesel Locomotive Servicing in Nigeria 
















































































A diesel-electric locomotive, built by the English Electric Co. Ltd., undergoing 
minor repairs and refuelling at Zaria Workshops, Nigerian Railway Corporation 





Gomes Teixeira and Senhor Abel Albu- 
querque Rocha de Gouveia, Mozam- 
bique State Railways; Messrs. W. E. 
Bulman, Assistant Chief Mechanical 
Engineer (Technical), East African Rail- 
ways & Harbours; E. Hudson, Chief 
Mechanical Engineer, Nyasaland Rail- 
ways; C. T. Long, Chief Mechanical 
Engineer, South African Railways & 
Harbours; H. J. Castle, Chief Mechani- 
cal Engineer (Chairman), H. J. L. Dolan, 
Assistant Chief Mechanical Engineer, 
and R. H. W. Burt, Chief Draughtsman, 
Rhodesia Railways. 


VICTORIA 


Grade Separation Scheme 


The £375,000 grade separation scheme 
at Glenhuntly Road, Elsternwick, is 
going ahead according to plan and the 
overpass is expected to be ready for use 
by tram and road traffic in September. 
About one-third of the bridge sub- 
structure has been completed, retaining 
walls are in hand, and a start has been 
made on the earthworks. The project 
provides for the lowering of the main 
Sandringham lines by about 18 ft., with 
an island platform to be built. Final. 
road level of Glenhuntly Road will not 
be appreciably altered, and the new 
station buildings will be at street level, 
close to Glenhuntly Road. 


Construction of Technical College 


A start has been made on the con- 
struction of the Victorian Railways new 
Technical College for the academic 
training of the Department’s apprentices. 
The building, with furnishings and 
equipment, will cost about £40,000. It 
will be situated in the heart of the New- 
port Workshops’ area. The plans pro- 
vide for a one-storey brick building with 
five classrooms and offices for the Prin- 
cipal of the College, his staff and the 
Supervisor of Apprentices. An adjacent 
building is being converted to a trade 
school for the practical training of appren- 
tices. The existing college on Melbourne 
Road, Newport,. will be demolished to 
enable the grade separation scheme in the 
locality to be carried out. It is expected 
that the new college will be ready for the 
opening of the second term in May. 


NEW ZEALAND 


Nelson-Picton Rail Link 


The New Zealand Prime Minister, 
Mr. Walter Nash, announced recently 
that construction work estimated at a 
capital cost of between £10,000,000 and 
£10,500,000 on a new railway line to 
connect Nelson with the South Island 
main trunk system between Picton and 
Blenheim would start within the next 
few weeks. An important aspect of the 
project is the linking of the productive 
district of Nelson with the rail and motor 
ferry terminus at Picton. Mr. Nash 
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stated that the projected railway would 
mean that the northern end of the South 
Island would not only share in the 
economic expansion now under way in 
New Zealand generally, but would also 
experience an added expansion based 
mainly on the fruit-growing and other 
industries for which there was already a 
bright future. The total mileage will 
depend on minor modifications in the 
genera] route envisaged. In places the 
railway will pass through rugged country, 
divided by high ridges and ranges, 
which must be pierced by tunnels and it is 
estimated that a total length of six miles 
of tunnelling will be necessary. 


CHINA 


Rail Link to Wenchow 


Wenchow, an important port on the 
China coast about 250 miles south of 
Shanghai, has been linked to the 
Shanghai-Canton line by a new line 146 
miles long built through hilly country. 
The next port south of Wenchow is 
Foochow. This also has been linked with 
the Chinese railway system by a line 
106 miles long. 


ARGENTINA 


Rail Strikes Averted 


Almost on top of the truce signed in 
December, 1959, when the chief bone of 
contention was the non-payment of 
yearly bonuses, a fresh series of total 
strikes of 24 hr. every five days as from 
January 26 was threatened on all the 
Argentine railways. The men demanded 
a blanket increase of 1,500 pesos as well 
as the modification of several clauses of 
the working agreement. In spite of 
several meetings between the Govern- 
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ment and representatives of the unions, 
no agreement had been reached 12 hr. 
before the first strike was scheduled to 
take place. The railways made arrange- 
ments to cancel trains which were due to 
run during the strike period, and trans- 
ferred others to different dates in order 
to minimise inconveniences to the travel- 
ling public, 

A last-minute agreement was arrived 
at only 3 hr. before the dead line, so that 
suburban trains ran to schedule, although 
it was too late to make any arrangements 
for the running of the majority of main 
line trains. 

The main points of the agreement 
were: a general increase of 800 pesos 
to bring railwaymen into line with 
other civil servants; the Government 
offer of a further 400 pesos in respect of 
increased productivity was augmented 
to 700 pesos; travelling expenses were 
considerably increased. 


Supply of Russian Material 


Russia is to supply the Argentine 
State Railways with rails, and electric 
and other equipment to the value of 
$50,000,000 U.S. This sum is_ the 
balance of a credit of twice that amount 
granted by Russia for equipping the 
State-owned oilfields. As no more oil- 
field equipment is now required, it has 
been decided to use the remaining amount 
of the credit for the purchase of railway 
equipment. 


CANADA 


Extension of C.T.C. 


As a further stage in the development 
of Centralised Traffic Control, the 
Canadian National Railways will shortly 
put this system into operation on the 
main line between Hawthorne, Ontario; 
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and Coteau, Quebec, a distance of some 
70 miles. This section is at present under 
train order type movement, and when 
complete will place all trains between 
Montreal and Ottawa under automatic 
type signalling. Last year the Canadian 
National Railways extended C.T.C. to 
five main-line sub-divisions. This year six 
more have been scheduled for completion. 


SWITZERLAND 


Electric and Diesel Motive Power 


During 1959, the Swiss Federal Rail- 
ways put in service 14 more electric 
locomotives of the 6,000-h.p. Co-Co 
“ Ae 6/6” type, bringing the total up to 
49; also five 0-6-0 diesel-electric shunters 
of the “ Em 3/3” type; and four of the 
powerful “‘ RBe 4/4” type electric rail- 
cars used in the high speed push-and-pull 
workings between Zurich and Geneva, 
and elsewhere. During the year, 23 steam 
locomotives were withdrawn; there re- 
main in service 69 tender locomotives 
for road service when required, and 79 
steam shunters. 

During 1960 there is to be a further 
substitution of diesel-electric and electric 
for steam shunters; the building pro- 
gramme comprises 35 diesel-electric units 
of Class ** Em 3/3,” 10 electric units of 
Class “‘Ee 3/3,” 10 ‘“ ambimoteur ” 
diesel-electric units of 350/175 h.p., and 
three narrow-gauge electric tractors for 
the Brunig line. The cost of these 58 
units will be Sw. Fr.32,000,000. 

The Council of Administration has 
sanctioned a credit of Sw.Fr.7,000,000 for 
the enlargement of the locomotive depot 
at Lausanne, the largest in the country 
other than Zurich, to increase the 
facilities for servicing electric and diesel 
power. A total of 140 locomotives is 
maintained at this depot. 








Publications Received 


Steam on the Sierra. The Narrow Gauge 
in Spain and Portugal. By Peter Allen 
and Robert Wheeler. London: Cleaver- 
Hume Press, Limited, 31, Wright’s Lane, 
W.8. 10 in. by 74 in. 203 pp. Iillus- 
trated. Price 35s.—Most people con- 
cerned with railways, and more particu- 
larly with steam locomotives, will enjoy 
this brightly-written, informative, and 
well-illustrated book, even if they have 
never visited Spain or Portugal. With the 
closing or turning over to diesel traction 
of minor railways in many countries, 
Iberia is a last home of small steam- 
worked lines. The authors describe 
entertainingly and accurately the charac- 
teristics of some 40 undertakings in a 
surprisingly wide variety of environ- 
ments. Some of the railways are of 
considerable size; a good many are not 
only busy, but have good prospects of 
traffic for some time to come. Care and 
skill have resulted in the complete lists 
of steam locomotives, which show great 
activity sy British and Continental 
builders even in comparatively recent 
years. A diverting miscellany includes 
a 3-ft. 6-in. ‘“‘ Maharajah’s Saloon” in 


Andalusia. The illustrations, many from 
photographs by the authors, are well 
reproduced. 


Molybdenum Disulphide in Action.— 
This booklet contains extracts of letters 
from users or reports of inspections of 
specified applications of molybdenum 
disulphide as a lubricating agent, classi- 
fied under 14 technical headings. Molyb- 
denum disulphide consists of a layer of 
molybdenum atoms between two layers 
of sulphur atoms. The bond between 
molybdenum and sulphur is extremely 
strong, whereas that between two neigh- 
bouring sulphur layers is very weak. 
This structure facilitates the easy shearing 
of the sulphur-sulphur bonds. The outer 
layers have a natural tendency to adhere 
to metal surfaces. These characteris- 
tics, with the formation of an absorbed 
layer and in certain cases the reaction 
between the molybdenum disulphide 
and the surface, create an impregnated 
surface layer of great inherent value, 
capable of withstanding stresses of a 
magnitude greater than the yield strength 
of the majority of bearing materials. 
Copies of this well produced and illus- 
trated publication are available, free 


of charge, from K. S. Paul (Molyb- 
denum Disulphide) Limited, Angel Lodge 
Laboratories & Works, Angel Road, 
London, N.18. 


Crofts Powergrip Timing Belt Drives.—A 
32-page catalogue of 4 in.-pitch non-slip 
non-stretch Powergrip belt drives of the 
tooth-and-groove design. Following a 
description of the belt construction from 
steel tension cable, neoprene, and nylon- 
faced fabric, there are notes on the 
special features of the timing-belt pulley 
with Taper-Flushbush which simplifies 
dismantling, and information on how to 
select the correct width of belt and the 
pulley sizes. Tables give the horse- 
power capacity ratings per inch of belt 
width for all driving pulley diameters 
and r.p.m., and useful multiplication 
service factors are given for 110 specific 
machinery applications. The belt size 
ordering reference is found from a com- 
prehensive chart listing all possible com- 
binations of shaft centre distances and 
speed ratios. Copies may be obtained 
from Crofts (Engineers) Limited, Brad- 
ford, 3. Further reference to the Power- 
grip drive appears elsewhere in this 
issue. - 
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New Signalboxes at Hackney Downs and Barking 


Re-signalling in connection with electrification in the Eastern Region 

























































































Barking Signalbox, showing main control tower 


[TS connection with the re-signalling 
which is being carried out concur- 
rently with electrification work on the 
lines between Liverpool Street and 
Enfield, Chingford, Hertford East and 
Bishops Stortford, and on the London, 
Tilbury & Southend line, British Rail- 
ways, Eastern Region, the construction 
of two modern signalboxes has recently 
been completed, one at Hackney Downs 
and the other at Barking. Both boxes 
have been designed to give the signalman 
an uninterrupted view of the tracks and 
glare-free lighting of an even intensity, 
to enable the small lights on the control 
panel to be seen without difficulty. 


Polyester-Resin Sun Baffle 


At Hackney Downs, the sun baffle and 
overhanging eaves completely shade the. 
signal room from direct sunlight. The 
lower edge of the sun baffle is at 5 ft. 3 in., 
and the whole of the sky down to the 
horizon is hidden from the signalman’s 
View. 

The inside face of the sun baffle is 
white and is lit from the gap between the 
baffle and eaves so that the contrast is 
minimised. The sun baffle was required 


to be maintenance-free and has been 
made from polyster resin reinforced with 


glass fibre. The exterior of the baffle 
is dark green and the colour is _per- 
manent. 

The signaibox at Barking combines, in 
one building, separate signal rooms for 
the Eastern Region and the London 
Transport Executive. The London 
Transport Executive did not require a 
full view of the tracks and consequently 
their signal room has been given different 
treatment. The Eastern Region signal 
room has a horizontal-louvred sun baffle 
and the clerestory windows above the 
baffle are glazed in plyglass. 

All the windows at Hackney Downs 
are sliding and can be cleaned from the 
inside. At Barking, a walkway is pro- 
vided for window cleaning. Heating is 
by low pressure hot water in both boxes. 

The buildings were designed by Mr. 
H. H. Powell, Architect, Eastern Region, 
under the general direction of Mr. A. K. 
Terris, Chief Civil Engineer, Eastern 
Region. The principal assistant archi- 
tect was Mr. R. T. Walters. The main 
contractor for the Hackney Downs 
Signalbox was Holliday & Greenwood 
Limited, and for Barking Signalbox, 
W. & C. French Limited. 


New signalbox at Hackney Downs, showing polyester-resin sun baffle 








FURTHER STATIONS TO BE CLOSED IN N.E. 
REGION—Because of the loss which is being 
incurred, passenger facilities will be withdrawn 
from Ryhope East Station on the Sunderland 

West Hartlepool line of British Railways, 
North Eastern Region, and the goods 
station converted to a public delivery siding 
from March Parcels traffic requiring 
collection or delivery will be carried by 
British Railways road vehicles based on 
Sunderland. Full wagon-loads not requir- 
ing to be collected or delivered by railway 
cartage services will be dealt with at the public 
delivery siding. Full wagon-loads and smalls 
requiring collection or delivery will be con- 


veyed by railways road motors based at 
Seaham. Passenger facilities will be with- 
drawn also from Osmondthorpe Halt on 
the Leeds—Micklefield line, from March 7. 
Bus services operate in both the areas 
concerned. 


RESEARCH SCHOLARSHIP IN APPLICATION OF 
ALUMINIUM.—The Council of the Institution 
of Mechanical Engineers proposes to award 
in 1960 a research scholarship in the applica- 
tion of aluminium in mechanical engineering. 
The scholarship is being donated by the 
Aluminium Development Association. The 
value is £650 a year, tenable for two years, 


with the possibility of extension for a third 
year. The object is to enable the holder to 
pursue an approved programme of research. 
Candidates, who must be British-born 
subjects, should normally be not less than 
23 years old and must have obtained an 
approved engineering degree or have satis- 
fied the Institution examination requirements 
for Graduate Membership by some other 
means. They should preferably have had not 
less than 18 months of practical training in 
works. Application forms and a copy of the 
conditions of award may be obtained from 
the Secretary of the Institution of Mechanica! 
Engineers, 1, Birdcage Walk, S.W.1. 
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New Fairfield Street Bridge, Manchester 


Pre-stressed concrete structure of unusual design, 
388 ft. long overall and including a 168-ft. skew span 
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General view of the bottom shuttering supported by steel-frame falsework before 
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placing the concrete slab and cantilevers 


N connection with the electrification 

of British Railways, London Midland 
Region, Crewe-Manchester line, and the 
modernisation of London Road Station, 
Manchester, two old bridges over the 
junction of three streets have been de- 
molished and are being replaced by a 
mainly single skew pre-stressed con- 
crete span of unusual design. The 
new bridge carries the Manchester South 
Junction & Altrincham line alongside 
the main London Road Station over 
Fairfield, Carston, and Cotswold Streets; 
on the bridge there are two tracks with 
an island platform between them. The 
plan shows the general layout and the 
acute skew required, necessitating a 
minimum span measured on the skew 
of 168 ft. and an overall length of struc- 
ture of about 388 ft. The maximum 
width of the bridge between parapets 
is some 64 ft., the superstructure being 
slightly curved. 


Design Selected 


The i.M.Region engineers were faced 
with a complicated problem in the design 
of a bridge to meet all requirements and 
several solutions were suggested. One 
consisted essentially of a series of massive 
overhead transverse girders supported 
at the ends and with the superstructure 
deck suspended from them. 

Another envisaged a single great 
I-section concrete girder span with its 
top flarige forming the canopy roofing 
over the platform. Neither was con- 
sidered practical, the latter because the 
web of the girder instead of consisting of 


columns or being otherwise intermittent 
along the platform proved on calculation 
to be a continuous wall. 

Eventually it was decided to construct 
a single main pre-stressed concrete slab 
span of novel design and two subsidiary 


parts, one of them of fundamentally the 
same general design as the main span and 
both in extension of but isolated from it. 

The main slab is carried on four 
staggered “point” supports, two of 
them columns and the other two resting 
on abutments. As the section shows, 
opportunity was taken (1) to incorporate 
the island platform as part of the slab 
giving it a depth of some 8 ft., and (2) 
to carry the tracks on cantilever exten- 
sions both transversely and longitudin- 
ally from the main box-section part of the 
slab. This main central cellular part 
will be seen to be divided by vertical 
webs into three longitudinal compart- 
ments; its maximum width is about 
31 ft. and that of each transverse canti- 
lever is 16 ft. 


Supports for Main Skew Slab 


The problem of carrying hollow con- 
crete box slabs on four staggered “‘point”’ 
supports was successfully solved by the 
L.M. Region engineers at Stockport 
Road bridge, the construction of which 
was described in an article in our issue 
of September 9, 1958. The same general 
principles were adapted to the larger and 
more complicated span at Fairfield Street, 
but there the reactions at the inner 
supports A and C are greatly accentuated. 
In fact, they consist of massive, heavily- 
reinforced columns each designed to 
carry 2,500 tons. The outer abutment 
supports consist of horizontally bedded 
rubber blocks offering no restraint against 
movement in any horizontal direction. 

Both the columns A and C are capped 


Re-inforcement for the box section of the slab and for the cantilevers extending 
sideways from it to carry the tracks 
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SECTION A.A. 


Plan of superstructure showing main slab tinted and other slabs (a) and (b) hatched. Section of main slab shows use 
made of platform and cantilevers carrying tracks 








with “ point” bearings consisting of 
Meehanite castings having thick slabs of 
high - quality tempered steel, with a 
Brinell hardness of about 400, embedded 
in them as contact surfaces, one of which 
is flat, and the other spherical. To 
provide for longitudinal movement, due 
to expansion and contraction, column C 
is itself flexible as a whole. 

The height of both columns is about 
19 ft. from the underside of the slab 
to street pavement level and 18 ft. 6 in. 
from that level down to top of founda- 
tion blocks, or nearly 38 ft. in all. In 
width, column A measures approximately 
8 ft. square down to pavement level and 
11 ft. by 8 ft. below that level. This shape 
is dictated by a doorway of which it 
forms part. 




















































Knife-edge Concrete Bearing 


The more remarkable column C rests 
on what practically amounts to a knife- 
edge concrete bearing of the Freyssinet 
type. To carry so great a loading on 
this narrow bearing the column is 
splayed out below ground level in the 
transverse direction to provide a hinge 
bearing about 20 ft. long. It rests on 
a mass concrete foundation block 21 ft. 
by 14 ft. and 9 ft. deep. To allow of 
free movement about this bearing, un- 
hindered by the surrounding soil, the 
underground part of the column and its 
bearing are enclosed in—though they 
do not touch—a concrete well or box 
rectangular in plan and built up from the 
foundation block to street level. 

All the slab concrete was cast in 
situ, and is being post-stressed with a 
total compressive force of 12,000 tons. 
The other two parts of the superstruc- 
ture of this bridge, as the plan shows, are 
(a) a second smaller slab, the inner half 
of which rests on rubber pad bearings 
on the triangular abutment, and the outer 
One of the columns designed to carry 2,500 tons. Note massive reinforcement half on two column bearings, beyond 


and its grouping to facilitate concreting (Continued on page 224) 
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British Railways Type ‘‘3”’ Diesel-Electric Locomotive 


Birmingham-Sulzer Bo-Bo design for Southern Region with 1,550-h.p. eight-cylinder 
235 kW. train-heating generator combined with main traction unit 


engine : 


First of the British Railways Type “‘ 3” diesel-electric locomotives for the Southern Region 


HE Kent Coast scheme of British 
Railways, Southern Region, re- 
quires that 98 diesel-electric locomotives 
should be available for the whole area 
to replace steam power on non-electri- 
fied main lines. The first of the diesel 
locomotives specified for the scheme, a 
Type “3” 1,550-h.p. Bo-Bo mixed- 
traffic unit built by the Birmingham 
Railway Carriage & Wagon Co. Ltd. 
was delivered this month, and was the 
subject of an editorial note in our last 
week’s issue. It is numbered D.6500. 

Basically, the design follows that of 
the Type “2” 1,160-h.p. locomotives 
of the Eastern and Scottish Regions, 
also built by the Birmingham Railway 
Carriage & Wagon Co. Ltd., and de- 
scribed in our November 28, 1958, 
issue, which have the Sulzer six-cylinder 
6LDA28 engine. But by the adoption 
of electrical train heating as used with 
the Southern Region electric locomotives 
it has been possible to eliminate the more 
usual steam-heating equipment and in- 
stall an eight-cylinder version of the 
same engine with proportionate increase 
in the total power available and without 
any increase in dimensions or total 
weight. The traction motors and cer- 
tain other equipment are interchangeable 
with those of the Type “2” units. 

The locomotives were designed and 
are being built to the requirements of the 
British Transport Commission under the 
overall direction of Mr. J. F. Harrison, 
Chief Mechanical Engineer, and Mr. 
S. B. Warder, Chief Electrical Engineer, 


British Railways Central Staff, B.T.C. 
Mr. W. J. A. Sykes, Chief Mechanical & 
Electrical Engineer of the Southern 
Region, is responsible for liaison with 
the contractors and for inspection and 
testing. 

Leading dimensions and particulars 
are as follow :— 


Axle notation 

Top speed ae em 

Starting tractive effort ... 

One-hr. tractive effort ... ae 

Continuous rated tractive effort 26,000 Ib. at 17.5 ‘. 
m.p.h. 

Weight with full supplies 


Fuel capacity... ee 


.. 73.5 tons 
... 800 gal. 

ft. in. 
Wheel diameter ain ae 
Bogie wheelbase ei as ae 
Bogie pivot pitch ‘is ae 
Length over buffers’... — 2. 
Gear ratio ret aa ace ae 

.. Sulzer 8LDA28 


Diesel engine... a : 
B.S.S. continuous rating .. 1,550 b.h.p. at 750 
r.p.m. 


The bogies are of the same design as 
the equalising beam type on the Scottish 
Region Type “ 2 ” locomotives numbered 
from D.5320 onwards. The solebars, 
headstocks, and transoms are fabricated 
from mild-steel plate and finally welded 
together to form one structure which 
is then fully stress-relieved. All main 
members are of hollow box formation 
and the main solebars are in direct line 
with the journal centres. 


Helical Springs 


Large-diameter cast-steel centre bear- 
ings have phosphor bronze wearing 
plates and manganese-steel driving faces. 
All bogie springing is by nests of helical 
springs, with hydraulic dampers for the 


secondary springs. All axles are motored, 
the motors being axle-hung and nose 
suspended to the bogie frame. The 
bogies have orthodox equalised clasp 
brakes with a separate brake cylinder 
for each wheel. A hand parking brake 
operated from the adjacent cab is con- 
nected by rigging to the inner pair of 
wheels. There are four sand boxes on 
each bogie, two for each direction. 

The wheels are built up of rolled 
steel centres with Class “D” tyres, 
5} in. wide, secured by retaining rings. 
The axles, which are machined all over, 
have ground and polished journals for 
motor - suspension bearings. §.K.F. 
roller-bearing axleboxes are mounted in 
horn guides with manganese liners. One 
axlebox carries the Smith-Stone speedo- 
meter generator and another the mileage 
recorder. 


Built-up Girder Frame 


The underframe and bodysides which 
are of the built-up girder arrangement are 
designed as an integral structure sharing 
all super-imposed stresses. The under- 
frame itself which is suitable for buffing 
loads of 150 tons is fitted with Oleo- 
pneumatic side buffers and a centre 
screw coupling but provision is made for 
automatic centre couplers if these are 
required at a later date. 

An inner floor over the whole area 
of the deck provides a space for all the 
cable and pipe runs. On one side the 
cables are cleated into a duct which is 
sealed against the ingress of weter and 
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Sulzer eight-cylinder 1,550-b.h.p. engine coupled to Crompton Parkinson 
triple generator on combined bedplate 


oil. The pipe lines run underneath 
the opposite side floor. 

Large doors on each side of the engine 
room. facilitate the handling of equip- 
ment during maintenance and overhaul. 
There is a large removable roof section 
through which the complete engine/ 
generator set can be removed. This 
section also has an auxiliary trap for 
the removal of cylinder heads, pistons, 
and so on. The whole removable roof 
section is a glass-fibre moulding with 
panels of transluscent material to give 
good natural lighting in the engine room. 


s-——EXHAUST SILENCER 


Additional traps are provided for the 
removal of radiator panels, silencers, 
auxiliary equipment, and control gear. 


Driving Controls Duplicated 


At each end is a driving cab with side- 
access doors. The driving controls are 
completely duplicated so that the loco- 
motive may be driven from either side 
of the cab, whether the driver is seated or 
standing, thus facilitating shunting move- 
ments. The cabs are provided with full 
drop lights in the bodyside and in the 
bodyside cab doors. The arrangement 


February 19, 1960 


of the controls provides maximum com- 
fort for the driver, with good visibility. 

On the control desk are situated the 
driver’s straight air brake and automatic 
air (and vacuum) brake valves together 
with the master controller and, on a 
sloping panel, the instruments, auxiliary 
switches, indicator lights, and so on. 
The master controller itself is built-in 
to the centre section of the desk and has 
handles on both sides operating the con- 
troller cams through shafts and gears. 

Other fittings include compressed-air 
operated window wipers, sun visors, 
food cupboard, route indicator, electric 
heaters, and train heating indicator 
lights. Provision will be made in future 
for the addition of Automatic Warn- 
ing System gear. 

The cabs are of double-skin construc- 
tion for sound and heat insulation. The 
front windows are fitted with demisting 
equipment in the form of Triplex gold 
film glass. A route indicator exhibiting 
two numerals or two letters or a combina- 
tion of both is provided following the 
normal Southern Region practice. There 
are no connecting gangways. 


Auiomatic Air Brake 


Brake equipment is of the Oerlikon 
automatic air type manufactured by 
Davies & Metcalfe Limited and is similar 
in principle and most details to the brake 
apparatus provided on the 2,500-h.p. 
Southern Region Bo-Bo electric loco- 
motives. The four 8-in. dia. air brake 
cylinders on each bogie operate to a 
maximum pressure of 70 Ib. per sq. in. 

For locomotive braking the only con- 
trol is by a self-lapping diaphragm- 
operated valve, but for working with 






























































MAIN, AUXILIARY AND TRAIN 


HEATING GENERATORS 


~~ 





FIRE EXTINGUISHER BOTTLES 


HY DROST. 





x 











CONTROL 
CUBICLE 








” TRACTION MOTOR BLOWERS 
oo 


x 



































HYDROSTATIC OIL RESERVOIR" ‘ra, je ae | 
Res Kia 
T Jie -N 


[ J | [ovesee] [ | divi 


at NGINE ) 








| RADIATOR 








XHAUSTE | 
i‘. | ; / 


| 
|| RADIATOR | 








cis boul gas anita ets cut nae lantinatadhagseaoant aii 


COMBINED PUMP SET 


Diagram of the locomotive showing principal dimensions 
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fitted stock with either air or vacuum 
brakes control is by an Oerlikon FV3 
automatic air brake valve operating 
through a distributor valve to give 
either air or vacuum train brake con- 
trol. The provision for air brake control 
will enable continental stock or dead 
multiple-unit stock to be hauled without 
running the exhauster. On the right- 
hand side of each cab a separate duplicate 
valve is provided for the straight air 
brake but the automatic brake valve is 
operated there by means of a teleflex 
control. 

The Davies & Metcalfe air compressor 

is a three-cylinder motor-driven unit 
with built-in intercooler. Maximum de- 
livery is 30 cu. ft. per min. at 100 lb. per 
sq. in. Vacuum for the train braking is 
provided by two Reavell FRU 5} 
10 in. rotary exhausters. One of these 
runs for maintaining the vacuum while 
both are brought into operation at a high 
speed for brake release. Each exhauster 
is driven by a flange-mounted 4:25-h.p. 
Crompton Parkinson motor and the 
sets are resiliently mounted. 


Slow-speed Engine 


The Sulzer 8LDA28 pressure-charged 
eight-cylinder diesel engine has 280 mm. 
bore and 360 mm. stroke. The continuous 
rated output is 1,550 b.h.p. at 750 r.p.m. 





Cab interior showing duplicated controls and route 
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One of the four-wheel bogies with helical primary and secondary springs 


and 85° F. The brake mean pressure 
at the rated output is 151 Ib. per sq. in., 
and the guaranteed specific fuel consump- 
tion is -381 lb. per b.h.p.-hr. Maximum 
piston speed is 1,770 ft. per min. Engine 
starting is by motoring the main generator 
from the battery. Each complete power 
unit is mounted at four points on hard 
rubber pads anchored by rubber-cush- 
ioned bolts. 

The Sulzer twin-entry exhaust-gas 
turbo-blower set mounted on the main 





indicator occupying 


full-height central window 


generator carcase gives a boost pressure 
of about 14 lb. per sq. in. for normal 
engine full load. On the blower inlet 
is a box carrying four panel-type filters. 
For the initial locomotives these filter 
panels are Vokes neoprene-bonded hair 
oil-wetted filters. Provision is made in the 
design to take impingement-type metal 
filters. 

The normal Sulzer engine regulator 
is controlled by a self-lapping air valve 
in the master controller and includes a 
generator field regulator servo motor 
and flange-mounted load regulator. The 
generator limiting winding limits the 
starting tractive effort to about 24 per 
cent of the locomotive adhesive weight 
but the tractive effort at the lower power 
notches is limited by the special governor 
characteristics. Under all circumstances 
the diesel engine runs at the lowest speed 
compatible with the output required. 

The engine instrument panel is resili- 
ently mounted at the free end of the 
engine and shows cooling water pressure, 
water temperature, lubricating oil pres- 
sure and temperature, control air pres- 
sure, and charging air pressure. Also at 
the free end of the engine is incorporated 
the Serck-Behr hydrostatic swash plate 
pump for the radiator fan drive. 

The engines are manufactured at the 
works of Vickers Armstrong (Engineers) 
Limited at Barrow-in-Furness, and a 
large number of the Sulzer turbo blowers 
will be manufactured by De Havilland 
(Engineers) Limited at Leavesden. 


Fault Protection 


Engine protection equipment is pro- 
vided to cut off power from the traction 
motors and stop the engine in the event 
of loss of lubricating-oil or cooling-water 
pressure. Power is cut off from the 
moéors and the engine speed reduced to 
idling if there is an earth fault on the 
traction motors or main generator, failure 
of traction motor blower, or Joss of 
control-air pressure. Fire protection is 
by means of high-temperature sensitive 
switches which actuate a warning bell 
in each cab, shut down the engine, and 
automatically release carbon dioxide. 
Mounted on a common bedplate and 
driven by one motor are the water cir- 
culating pump, lubricating-oil priming 
pump, and fuel-oil transfer pump. 

Engine cooling water is circulated by 
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the motor-driven pump through the 
lubricating-oil heat exchanger, engine, 
turbo-blower, and radiator panels. The 
pump circulates the coolant before the 
engine starts and continues after the 
engine stops. In the water outlet manifold 
on the engine is a throttle plate which 
slightly pressurises the jacket water to 
prevent cavitation. At the base of each 
radiator panel is a tank into which the 
panels drain to prevent freezing when 
circulation stops or when the radiator 
panels are by-passed through the action 
of a thermostatic valve. The latter is 
connected to and operated by the pres- 
sure in the hydrostatic circuit. 

The vertical-shaft roof-mounted radia- 
tor fan is driven by a Serck-Behr swash 
plate motor and speed regulation is 
derived from a Serck controller valve 
which also operates the by-pass valve. 


Electrical Equipment 


The traction generator is a Crompton- 
Parkinson single-bearing 10-pole machine 
with separately excited, self-excited, de- 
compounding, and starting windings. 
The traction portion is rated to absorb 
the full power of the engine at 1,012 kW. 
1,760 A. 750 r.p.m. The main, train- 
heating, and auxiliary-generator arma- 
tures are mounted on a common cast- 
steel rotor with the auxiliary generator 
built into the main structure. At the 
driven end the armature shaft is solidly 
bolted to the crankshaft flange. The 
rear end is carried in a single roller bear- 
ing. Brush holders are carried in a 
revolving rocker fitted with a rack and 
pinion to enable the brush gear to be 
serviced from any desired position. A 
hand barring attachment is incorporated 
for turning over the engine. Cooling air 
is discharged downwards from the 
machine through trunking in the loco- 
motive underframe. 

The 235-kW.d.c. train-heating generator 
is a separately-excited machine situated 
at the engine end of the main generator 
frame. It is designed to give a voltage 
of about 800 at any speed from 550 to 
750 r.p.m. Coarse regulation main- 
tains the voltage within acceptable 
limits. The auxiliary generator is an 
eight-pole machine with a continuous 
rating of 57 kW. The rolling-sector 
voltage regulator maintains a constant 
tension of 110 V. d.c. throughout the 
engine speed range. 

All four traction motors are series 
wound forced-ventilated machines with 
a continuous rating of 305 h.p. 440 A. 
580 V., and drive through resilient gear 
wheels with a ratio of 62-17. Rotatable 
brush gear similar to that on the main 
generator enables the whole of the brush 
gear to be serviced from a pit. 

Auxiliary motors are rated to BS.173 
for Class “ B” insulation. The traction- 
motor blower is pedestal mounted with a 
blower driven from each end of the shaft. 
The blowers are Aerex Hyperform radial- 
flow fans and each feeds two traction 
motors. 


Multiple-unit Operation 
The control scheme has been chosen 
for operation in multiple unit with 


other Sulzer-engine units, also. with 
B.T.H./Paxman, English Electric, and 
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the later Brush units of British Railways. 
The four traction motors are operated 
in parallel across the main generator and 
the control system is arranged to give 
the maximum tractive effort without 
requiring the maximum engine speed. 
Automatic field weakening is introduced 
in five stages by means of a pilot-motor- 
operated cam group under the control 
of the load regulator and a current 
relay. There is a combined control 
cubicle for h.t. and 1.t. apparatus and 
a separate cubicle houses the control 
gear for the electrical train-heating equip- 
ment. 

Isolation of any traction motor under 
fault conditions can be achieved by links 
in both positive and negative sides of 
the circuit. Control and engine-starting 
is from a Crompton lead-acid battery 
of 48 cells with a capacity of 168 A-hr. 
The battery is carried in two draw-out 
boxes, one on each side of the loco- 
motive. 


Train Heating 


A d.c. system was chosen for train 
heating primarily on account of the ease 
of regulation and on the score of effi- 
ciency. Provision has been made for 
fitting coaches with either a single-pole 
feed and running-rail return or a double- 
pole supply. In the latter case the loco- 
motive jumper is the positive feed and the 
adjacent carriage jumper the negative. 
Also in the double-pole system, which is 
to become a B.R. standard, there is 
incorporated an interlocking device. In 
this, if any jumper in any part of the 
train is disconnected while the heating 
supply is switched on, the feed to the 
heating contactor on the locomotive is 
automatically interrupted. Either system 
can be selected by the driver to suit 
trains of B.R. standard rolling stock 
(two-pole system), or Continental and 
certain S.R. stock (U.I.C. system). 

The fact that a supply of water for 
train heating does not have to be carried 
has enabled the fuel capacity to be 
increased by 300 gal. compared with the 
500 gal. of the Type “‘ 2” locomotives. 

When two or more locomotives are 
coupled in multiple unit, only the trailing 
locomotive will be able to supply current 
for train heating. This fact has influenced 
the maximum capacity chosen for the 
train-heating generator. When train heat- 
ing is in operation the diesel engine is 
arranged to idle at 550 r.p.m. which is 
the minimum at which the generator will 
deliver its full rated output. For short 
periods during acceleration, when it is 
necessary to reduce the engine speed to 
325 r.p.m., the train-heating feed is inter- 
rupted. 


Ground-level Indicators 


In each driving cab are provided three 
push-buttons and an indicator box. 
It is the driver’s responsibility to switch 
on and switch off the train-heating sup- 
ply, but, so that the operating staff may 
satisfy themselves that the supply is 
switched off before coupling or un- 
coupling, an indicator box on the rear 
partition in each cab is visible from 
ground level. This is always alight in any 
driving cab and in addition to exhibiting 
different colours for on and off indication 
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it has illuminated panels which exhibit 
the words “ train heating on” or “ train 


heating off.” 


Principal sub-contractors include :-— 


Diesel engine 


Generators, traction 
motors and batteries 
Switchgear ase ase 
Radiators and fan drive 
Brakes and compressors 


Vacuum exhauster 

Fire extinguishing equip- 
ment 

Window glazing 

Wheels and axles 

Springs ... 

Buffers... om in 
Speedometer generator 
and mileage recorder 
Roller-bearing axleboxes 


Sulzer Bros. (London) 
Ltd. 

Crompton Parkinson 
Limited 

Allen West & Co. Ltd. 

Serck Radiators Limited 

Davies & Metcalfe 
Limited 

Reavell & Co. Ltd. 

Pyrene Co. Ltd. 


Clayton-Wright Limited 

Owen & Dyson Limited 

Willford & Co. Ltd. 

Oleo Pneumatics Limited 

Smiths Industrial Instru- 
ments Limited 

Skefko Ball Bearing Co. 
Ltd. 


Air filters for engine ... Vokes Limited 








New Fairfield Street Bridge 
(Manchester) L.M.R. 


(Concluded from page 220) 


which a cantilever carries the down line. 
Part (b) is a simple slab spanning Cots- 
wold Street with a cantilever carrying 
the down line. 

To carry the track beyond the ends of 
the box-section, at the two acute corners, 
the side cantilevers are extended longi- 
tudinally. The extreme ends of these 
extensions rest on rubber bearings, which 
are bedded on to the brick abutments. 


Medel Tests and Rapid Progress 


The bridge has been designed for a 
total dead-cum-live load of 5,750 tons, 
the deadweight of the new structure 
excluding station buildings and _per- 
manent way being some 3,000 tons. 
It is satisfactory to record that the 
correctness of this abnormal slab design 
was duly confirmed by tesis made on a 
model of it at the Imperial College of 
Science & Technology. Progressive 
loading eventually produced cracks at the 
spots and in the directions expected from 
the calculations. A plastic model was also 
made for testing and design. 

The entire work was completed by 
the end of November, 1959, a date 
less than a year from the time the 
order was given to design and construct 
this bridge. Such rapid progress is 
most creditable to all the staff concerned. 
It has been achieved under the genera’ 
direction of Mr. A. N. Butland, Chie: 
Civil Engineer, London Midland Region, 
to whom we are indebted for the above 
details. 

The bridge was designed under the 
supervision of Mr. F. Turton, Assistan: 
Engineer, Bridges, L.M.R. The main 
contractors were Leonard Faircloug’ 
Limited, who employed Stressed Con 
crete Design Limited to prepare the detai! 
drawings and calculations for the con- 
crete work. 

The plastic model was supplied by the 
McKinley Electrical Manufacturing Com- 
pany of Putney, and the concrete mode 
by Anglian Building Products Limited, 0: 
Norwich. The metal bearings were supplied 
by the Butterley Company, and the rubber 
bearings by the André Rubber Co. Ltd. 
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RAILWAY NEWS SECTION 


PERSONAL 


Sir Ronald Morison has been selected by 
the three railway unions and the British 
Transport Commission, as Chairman of the 
Railway Staff National Tribunal. He succeeds 
— Forster, who has been Chairman since 


Mr. B. Mazumdar, Chief Commercial 


Superintendent, South _ Eastern Railway, 
India, who, as recorded in our November 27 


Mr. B. Mazumdar 


Appointed Additional Member (Staff), 
Indian Railway Board 


issue, has been appointed an Additional 
Member (Staff), Railway Board, was born 
in 1907. He joined the North Western 
Railway, in 1929, as Assistant Transportation 
Superintendent. In 1934 he was transferred 
to the Eastern Bengal Railway (later 
Bengal & Assam Railway) as Assistant 
Traffic Superintendent and, three years later, 
was promoted to be District Traffic Super- 
intendent. On partition, in 1947, he was 
transferred to the newly-formed Assam 
Railway as Deputy Chief Transportation 
Superintendent, and in 1948 he became 
Deputy Transportation Manager, Oudh & 
Tirhut Railway. In 1950 he was appointed 
Deputy Chief Administrative Officer, Assam 
Railway, and the same year he was trans- 
ferred to the Bengal Nagpur Railway, as 
Deputy Transportation Manager. With the 
regrouping of India Railways in 1952, Mr. 
Mazumdar became Chief Commercial Super- 
intendent,*North Eastern Railway. In 1955 
he was transferred to the South Eastern 
Railway in the same capacity, the position he 
recently relinquished. 


Mr. R. R. Skinner, Industrial Agent, 
Canadian Pacific Railway, London, has 
been appointed Deputy Regional Manager, 
Canadian Pacific Headquarters in Rome. 


Mr. G. S. Khosla, Regional Superinten- 
dent, Chakradharpur, South Eastern Rail- 
way, India, who, as recorded in our Novem- 
ber 27 issue, has been appointed Chief 
Commercial Superintendent of that system, 
was born in 1912. Mr. Khosla joined rail- 
way service as Assistant Transportation 


ment. Mr. Khosla served in the Railway 
Unit of the Territorial Army, and held the 
rank of Lt.-Colonel from 1950 to 1957. 


Mr. Lucio A. Hasperué has been appointed 
Director of Railways in the Argentine Trans- 
port Secretariat. 


Colonel Sir Ralf Emerson, Chairman of 
the Nigerian Railway Corporation, gave a 
party at the Dorchester Hotel on February 9 
to bid farewell to Mr. T. I. Awosika, London 


Mr. G. S. Khosla 


Appointed Chief Commercial Officer, 


South Eastern Railway, India 


Superintendent, North Western Railway, 


in 1935. Six years later he was appointed 
the Rates Officer. In 1942 he moved to the 
Bengal & Assam Railway, as District Traffic 
Superintendent. In 1944, he returned to 
the N.W.R. in the same capacity. In 1947 he 
moved to the newly-formed Eastern Punjab 
Railway, as Divisional Commercial Officer. 
In February, 1951, he became Administrative 
Officer (Commercial) and in April the same 
year Senior Commercial Officer. On the 
formation of the Northern Railway in April 
1952, he was appointed Secretary to General 
Manager on that railway. In August, 1952, 
he became Deputy General Manager (Re- 
grouping), Northern Railway. In 1953 he 
was appointed Divisional Superintendent, 
Allahabad, and later worked as Divisional 
Superintendent, Jodhpur and Bikaner Divi- 
sions. He was transferred to the South 
Eastern Railway in May, 1956, as Deputy 
Chief Operating Superintendent (Coaching). 
Two years later he was appointed Regional 
Superintendent, Chakradharpur, the position 
he vacated to take up his present appoint- 


Representative of the corporation, and to 
greet Mr. G. C. Egwuatu who was taking 
over his duties. 


We regret to record the death, on February 
16, of Mr. T. S. Lascelles, Director of W. R. 
Sykes Interlocking Signal Co. Ltd., and 
Managing Director of that company from 
1953-54. Mr. Lascelles was President of the 
Institution of Railway Signal Engineers, 
1952-53. He was for many years a contri- 
butor to this journal on matters of railway 
signalling and safety. 


We regret to record the death on February 
13, at the age of 51, of Mr. R. Morton 
Mitchell, Chief Executive Officer, Road Haul- 
age Association, since 1949, and Secretary, 
National Road Transport Federation. 


We regret to record the death on 
February 14, at the age of 68, of Mr. 
William Tindell Potter, President of 
the National Union of Railwaymen, 
1948-50. 





Mr. R. C. S. Low 


Appointed Works Manager, Horwich, 
L.M. Region 


Mr. R. C. S. Low, Diesel Assistant to the 
Chief Mechanical & Electrical Engineer, 
London Midland Region, British Railways, 
who, as recorded in our January 15 issue, has 
been appointed Works Manager at Horwich, 
was educated at Rugby School and Balliol 
College, Oxford. Mr. Low joined the 
London Midland & Scottish Railway, in 
1934, as a Pupil at Crewe Locomotive Works. 
In 1936 he was appointed Progress Assistant 
(Engine Repairs) and was in charge of the 
Initial Examination Staff. He left the railway 
in 1939 to take up a position in outside 
industry. He held a commission in the 
Territorial Army and was called up at the 
outbreak of war and served throughout with 
the Royal Engineers. Mr. Low rejoined the 
railway in 1945 in the Production Office, 
Derby Locomotive Works, and in 1946 was 
appointed Assistant for Inspection. He was 
transferred to Crewe, on similar duty. later 
that year and took over the additional 
responsibility of Apprentice Training. In 
1948 he returned to Derby as Locomotive 


Mr. 


Divisional 


A. J. Hemens 


Shipping Manager, 


Dover, 
Southern Region 1956-59 
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Mr. J. Stacey 


Appointed Supplies Officer, Supplies & Contracts 
Department, Eastern Region 


Maintenance Assistant, and in 1951 became 
Assistant Works Manager at Horwich 
Locomotive Works. Mr. Low returned to 
Derby in 1956 as Diesel Assistant to the 
Chief Mechanical & Electrical Engineer. 


Mr. J. Stacey, Acting Assistant Stores 
Superintendent, Eastern & North Eastern 
Regions, British Railways, who, as recorded 
in our January 22 issue, has been appointed 
Supplies Officer in the Department of the 
Supplies & Contracts Manager, Eastern 
Region, joined the former Great Northern 
Railway in the Stores Department, Don- 
caster, in 1918. Mr. Stacey continued in the 
Divisional Stores Superintendent’s Office 
until appointed Storekeeper of the General 
Stores Depot, Marylebone, L.N.E.R., in 
1933. In 1940, he became Storekeeper, 
Engineer’s Sundry Stores, Kings Cross. He 
was transferred, in 1942, as Storekeeper at 
the Carriage & Wagon Works, Holgate, 
York, and came under the control of the 
Chief Mechanical & Electrical Engineer in 


Dipl.-Ing Walter Volker 


Appointed President Bundesbahndirektion, 
Hanover. German Federal Railways 


* 1950, Assistant (Planning) 


February 19, 1960 


Mr. H. H. Mason 


Appointed District Motive Power Superin- 
tendent, Bank Hall, L.M. Region 


April, 1943. Soon after the return of the 
depot to the control of the Stores Super-- 
intendent in 1948, Mr. Stacey was promoted 
to be Assistant (Control) at Kings Cross in 
1949. He became Assistant (Purchases) in 
in 1951 and 
Assistant (Storekeeping) in 1952. Since then 
he has been engaged in the reorganisation and 
modernisation of the depots on the Eastern 
and North Eastern Regions. He was ap- 
pointed General Assistant to the Stores. 
Superintendent in November 1956 and has 
been Acting Assistant Stores Superintendent 
since December, 1958. 


Mr. H. H. Mason, A.M.I.Loco.E., Dis- 
trict Motive Power Superintendent, Carn- 
forth, London Midland Region, British 
Railways, who, as recorded in our January 29 
issue, has been appointed District Motive 
Power Superintendent, Bank Hall, Liver- 
pool, began his railway career as an appren- 
tice with the former Midland Railway at 
Burton-on-Trent in 1917. Before enlisting 


Mr. Albert Kunz 


Appointed the General Manager, Swiss National 
Tourist Ofhce & Federal Railways, London 
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in the Royal Engineers, in 1939, Mr. Mason 
was Running Shed Foreman at the Motive 
Power depots at Stockingford, Buxton, 
Royston and Toton. He served in France and 
the Middle East and was awarded the M.B.E. 
Mr. Mason returned to Toton in 1945. 
He subsequently became Assistant District 
Motive Power Superintendent at Inverness 
in 1946, and at Crewe in 1947, before moving 
to Carnforth, in 1957, as District Motive 
Power Superintendent. 


Mr. A. J. Hemens, Divisional Shipping 
Manager, Dover, Southern Region, British 
Railways, who, as recorded in our Decem- 
ber 4 issue, has retired, joined the South 
Eastern & Chatham Railway in 1910. He 
served as a clerk in various offices, including 
those of the Superintendent of the Line and 
the General Manager, and transferred to the 
Continental Department, Victoria, in 1921. 
He was attached to the Continental Depart- 
ment in various capacities concluding that 
of Chief of Section (Special Traffic). During 
the 1939-45 war, after a period at Deepdene, 
Headquarters, Southern Railway, Mr. 
Hemens acted as Railway Liaison Officer 
with the Army in Southern England, and 
subsequently was loaned to the Ministry of 
War Transport for duty in Normandy and 
later at Supreme Headquarters Allied 
Expeditionary Force. On returning to the 
railways he was made Acting Assistant to 
the Continental Superintendent for special 
purposes, until his transfer to the Marine 
Department, in 1946, as Assistant Divisional 
Marine Manager, Dover. With the creation 
of the combined Shipping & Continental 
Department on October 1, 1956, Mr. 
Hemens was appointed Divisional Shipping 
Manager at Dover, which position he re- 
tained until his retirement. As Divisional 
Shipping Manager, he was also Belgian 
Consul at Dover, and in connection with the 
State Visit of the President of Italy in 1958, 
he received a decoration from the Italian 
Government appointing him “Il grado di 
Cavaliere Ufficiale dell’Ordine ‘ Al Merite 
della Repubblica.’ ” 


Dipl.-Ing. Walter Vélker, Head of the 
Operating Department, Deutsche Bundes- 
bahn Divisional Management, Essen, who, 
as recorded in our January 22 issue, has been 
appointed President, Bundesbahndirektion, 
Hanover, was born in 1905, and was edu- 
cated at the State Grammar School, Andre- 
aneum. He studied civil engineering, with 
particular respect to railway engineering, 
at the Hanover Technical College, where he 
graduated Dipl. Ing. in 1930. He began his 
railway career in 1930 with the Hanover 
Reichsbahn Divisional Management, where 
he became Regierungs Baumeister in 1934. 
In 1934 he was transferred to the Cologne 
Divisional Management, as Assistant Dis- 
trict Superintendent in the Operating Office, 
Cologne. In 1937 he became Chief of the 
Civil Engineering Bureau at Wesermiinde- 
Bremerhaven. From February, 1938. he held 
various appointments including the super- 
vision of work in the St. Wendel (Saar) and 
No. 6 Berlin District Operating Office. 
In 1940 he transferred to the Operating 
Department, Berlin Divisional Management. 
From i941 to 1945 he held various senior 
positions in the railways of the German 
occupied Polish and Russian territory. He 
became a prisoner of war in 1945 and was re- 
leased in July, 1947. In 1948 he re-joined the 
railway and occupied various positions in 
the Hamburg Area. He was subsequently 
employed in the Oberbetriebsleitung West, 
Bielefeld Office. In 1956 he became Head 
of the Operating Departments, Bundesbahn 
Divisional Management, Essen. 


Mr. Albert Kunz, who, as recorded in our 
January 8 issue, has been appointed General 
Manager of the Swiss National Tourist 
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Office and Swiss Federal Railways in Lon- 
don, was born in 1923 in Zurich, where he 
was educated at the primary and secondary 
schools and for four years at the Cantonal 
High School of Commerce. In 1942 he joined 
the Swiss Federal Railways, and, after train- 
ing as a station official, worked for eight 
years in various departments on the system. 
Mr. Kunz was responsible for an extensive 
campaign to interest young people in rail- 
ways. He contributed regularly on_ this 
subject in the Swiss Federal Railways News- 
Bulletin and elsewhere. In conjunction with 
the railway authorities he arranged for films 
to be shown to schools and for visits to 
railway workshops and locomotive sheds. 
He gained experience in publicity, lecturing 
and public relations, through special studies, 
courses and congresses. After a_ brief 
period in the Freight Section, Swiss Office 
of Compensation, he joined the Swiss 
National Tourist Office, Zurich, in 1948. 
He later served in all sections of the Swiss 
National Tourist Office Agency in Vienna. 
In 1949 he was transferred to London and 
shortly afterwards took charge as Manager 
of the Publicity Department, a position he 
held for 10 years. He succeeded Mr. H. O. 
Ernst, as General Manager of the London 
Agency of the Swiss National Tourist Office 
and the Swiss Federal Railways, on January 1 
this year. 


Mr. J. B. Donoghue, Chief of the Pass 
Bureau, Canadian National Railways, Mon- 
treal, has retired after 43 years of service. 
Mr. Donoghue began his railway career 
in the traffic department of the C.N.R. at 
Winnipeg and later worked at Moose Jaw. 
He became secretary to the Vice-President 
& General Manager, Western Region, in 
1917, and was appointed Chief Pass Clerk 
there in 1924. He was made Chief Clerk, 
Pass Bureau at Montreal in 1937, and became 
Head of that department in 1953. 


Mr. Walter Turnbull, Assistant to the 
Vice - President, Operation, Canadian 
National Railways, has retired. He has been 
succeeded by Frederic W. Somerton, 
Assistant Chief of Transportation. 


Lord Chandos, Chairman of Associated 
Electrical Industries Limited, will be pre- 
sented with the Messel Medal, of the Society 
of Chemical Industry, at the Annual General 
Meeting of the Society on July 6. The 
medal is awarded every two years for 
meritorious distinction in science, literature, 
industry or public affairs. 


L.M.R. APPOINTMENTS 
London Midland Region, British Rail- 
ways. announces the following appoint- 
ments :— 
Mr. E. H. Baker, as Assistant Chief 
Mechanical & Electrical Engineer, Derby. 
Mr. A. H. Nicholson, as Assistant Re- 
gional Establishment & Staff Officer, Euston. 
Mr. F. W. Young, as Assistant to Signal 
Engineer (Electrification), Euston. 


B.T.C. APPOINTMENTS 

The British Transport Commission 
announces the following appointments :— 
Traffic Adviser’s Department 

Mr. P. I. Welding, Senior Scientific 
Assistant, Research Department, London 
Transport Executive, as Principal Scientific 
Officer. 
Finance Department 

Mr. J. F. Thomson, Assistant Traffic 
Costing Officer, Manchester, London Mid- 
land Region, British Railways, as Traffic 
Costing Officer, York, North Eastern Region. 
British Railways Central Staff 

Mr. F. J. Pepper, Carriage & Wagon 
Engineer, Eastleigh, Southern Region, British 
Railways, to Mechanical Engineer 
General). 
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Sir Walter Worboys has been appointed 
a Director of the Forestal Land Timber & 
Railways Co. Ltd. 


Mr. W. Mackenzie has retired from the 
Board- of Management at British Transport 
Docks and from his position as Engineer 
(General Duties) to the Board. 


Mr. G. R. Brook, Assistant Secretary of 
Western and Southern National Omnibus 
Companies, has been appointed Secretary of 
Cumberland Motor Services Limited from 
March 1. 


Mr. N. R. Cail, Stationmaster, Wakefield 
Westgate, North Eastern Region, British 
Railways, has been appointed Stationmaster, 
Leeds Central. He succeeds Mr. A. Baxter 
who becomes Stationmaster, Cambridge, 
Eastern Region. 


Mr. A. Cusins has been appointed Manager, 
London Office, Belliss & Morcom Limited. 


We regret to record the death, on January 
15, of Mr. J. Cave, London Manager of 
Gabriel & Co. Ltd., of Birmingham. 


We regret to record the death on February 
15, of Mr. C. G. Page, Secretary of the 
London Transport Executive from 1947-50. 


Mr. S. H. Ireland has been appointed 
Assistant Managing Director of the Con- 
solidated Pneumatic Tool Co. Ltd. 


Mr. John L. Lutyens has joined the Pressed 
Steel organisation as Group Director of 
Research. He becomes a member of the 
Motor-car Body Divisional Board. 


Mr. W. H. Wentworth Ping has been 
appointed General Sales Manager of Firth- 
Vickers Stainless Steels Limited, a subsidiary 
of Thos. Firth & John Brown Limited. 


Mr. J. C. Mather, who recently resigned 
from the Chairmanship of Cammell Laird 
& Co. Ltd., has been appointed Deputy 
Chairman of the company. 


Lt.-Colonel L. F. R. Fell, has been 
appointed a consultant to Rolls-Royce 
Limited, on railway matters. He will act in 
an advisory capacity on current and future 
railway traction projects, and will be located 
at the company’s headquarters in Derby. 


Mr. D. T. Rollingsworth has joined the 
board and has been appointed Joint Deputy 
Chairman of Telegraph Construction & 
Maintenance Co. Ltd., a subsidiary of 
British Insulated Callender’s Cables Limited, 
of which he is a Director. 


Mr. H. P. Barker, Chairman & Managing 
Director of Parkinson Cowan Limited, has 
been elected Chairman Designate of the 
British Institute of Management. He will 
succeed Lord Verulam at the Annual 
General Meeting of B.I.M. in October. 


Mr. G. V. Sims, Director of the Council 
of British Manufacturers of Petroleum 
Equipment and Managing Director of British 
Oil Equipment Credits Limited, leaves for 
the United States and Mexico on February 
19, to negotiate the extension of the present 
financing agreement with Petroleos Mexi- 
canos. 


Mr. F. W. Tomlinson, Managing Director, 
Pyrotenax Limited, Mr. M. Willey, 
Director & General Manager, Murex Weld- 
ing Processes Limited, and Mr. P. S. Bryant 
of Murex Limited, have been appointed to 
the board of Murex Limited. Mr. Tomlin- 
son has also been appointed to the board 
of Murex Welding Processes Limited. 
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EQUIPMENT AND PROCESSES 


HYDRA-SET @7 % 
spinder 8 


Auxiliary Crane and Hoist 
Control 


HE Hydra-Set hydraulically-operated in- 
strument for linking to a crane hook 
gives extremely sensitive local control over 
the raising and lowering of loads up to 20 
tons. It is intended primarily for use in 
preventing damage during the assembly 
of precision machinery and the erection of 
structural steelwork remote from the crane 
operator by eliminating guesswork in load 
positioning 
The unit is entirely self-contained and does 
not require outside hydraulic lines. Control 
is independent of the crane or hoist system 
and does not require special skill; it is 
placed in the hands of an operator who has 
close visual contact with the parts being 
handled. The overall movement with stand- 
ard models is 12 in. with an accuracy to 
within -001 in. so that machinery can be 


moved with great precision; jockeying and 
jerking are eliminated, resulting in increased 
safety to personnel and equipment. 

The Hydra-Set can be employed at any 
angle including horizontally and can be 
applied as a crane scale, a rigging aid for 
adjusting the length of slings, a strain gauge, 
or a portable tensile machine for physical 
test pulls. 

Five standard models are made, in capacities 
from one to 20 tons, each with a safety factor 
of 5. Thescale portion will stand a hydraulic 
overload of 40 per cent without damage. 
Models of greater capacity and with special 
lifting eyes can be built to special order. 

The 6-in. main scale dial indicates the 
weight of the load immediately it is sus- 
pended. It also acts as a strain gauge under 
known load weight condition; by instantly 





indicating unexpected losses or gains of 
weight. A smaller dial indicates the pre- 
induced return force in pounds resulting from 
air fed from any shop line to charge an 
accumulator chamber through a valve stem 
in the upper head. This force enables the 
instrument to close automatically after use 
even when carrying rigging accessories; the 
chamber also supplies air to ensure a pres- 
surised loading of the pump which injects 
hydraulic fluid into the inner cylinder so 
causing the unit to close about -005 in. for 
each full stroke of the up control lever. 
All static and moving seals are standard ““O” 
rings. 

Operation of the separate control lever 
for downward movements, either directly or 
by remote-control reel provided, opens a 
lowering valve and allows the load to descend 
slowly and smoothly. Both the down and 
up levers are spring loaded toward the closed 
position. 

Further details may be obtained from the 
manufacturer, Mefco Sales & Service Cor- 
poration, 131, North Fifth Avenue, Arcadia, 
California, or the United Kingdom represen- 
tative, Loseberry Enterprises Limited, Lose- 
berry, Claygate, Surrey. 


Remote Control of Large 
Gate Valves 


DIFFICULTIES in achieving remote 

control of 10-in and 14-in. bore gate 
valves having been experienced at a new 
water works in Durban, South Africa, a 
system was developed whereby the main 
valves were operated directly by pneumatic 
cylinders, replacing the normal handwheels 
and rising stems. 

In carrying out the modifications it was 
necessary only to attach an extended stem to 
the valve member of each main unit, this 
forming the piston rod of the associated 
actuating cylinder. A visual indication of the 
correct operation of the main valves was 
essential and this was achieved by incor- 
porating a second, small-diameter, rearward 
exter sion of the piston rod. This protruded 
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through a suitable gland in the cylinder end 
cap to provide the required signal. 

A 5-in. bore Maxam cylinder was used for 
the 10-in. valves and a 10-in. bore cylinder 
for the 14-in. units, both controlled by 
standard Maxam pneumatic valves. 

The flexibility and economy of compressed 
air is of great value for the effective operation 
of an installation of this type where the 
remote control of a large number of separate 
units from a single station is required. 
Suitable circuits normally can be designed 
using standard equipment only. Even for 
special applications, the versatility of the 
designs enables modifications to be incor- 
porated quickly and economically. Although 
modifications were necessary at the water 
works to cater for particular installation and 
operating conditions, it was found possible 
to incorporate 75 per cent standard Maxam 
components in the complete system. 

The Maxam system is claimed to be suit- 
able for numerous applications in mining, 
civil engineering, and general industrial 
undertakings where accuracy, 
operation and economy are essential factors. 
It is not limited to purely pneumatic installa- 
tions. For example, it can be integrated 
with electrical or electronic control systems 
already existing or planned. 

Further details can be obtained from 
Holman Bros. (Proprietary), Ltd., Johannes- 
burg, or Holman Bros. Ltd., Camborne, 
Cornwall. 


Feeder Polarity Checking 


Instrument 

[ is well known that, when changing a 
”  650/110-V. step-down signalling trans- 
former, used for supplying the load to the 
distribution system, if the connections of the 
transformer are crossed the current supplied 
to the 110-V. bus bars will be 180 deg. out of 
Shase with a duplicate transformer already 
>onnected. 

The result of such crossing of connections 
would be blowing of the protective fuses. 
f a similar transposition of connections. is 
nade when changing a location transformer 
vhere there is no duplicate transformer 
lready connected, the mistake could be 
»verlooked. 

To enable a quick and simple check to be 
nade of the relationship between primary 
nd secondary phases of a newly-connected 
ransformer, the instrument illustrated has 
een devised by the Signal Engineer’s Depart- 
nent of the Eastern Region of British 
\ailways. 

It is provided with two pairs of leads and 
as a la indicator located at one end. 
he integrity of the lamp is proved by a 
hecking circuit incorporated in the instru- 
1ent. When the prods, red to BX and Black 
» NX, are connected to the mains, a bright 


speed of 
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lamp indicator shows that the transformer is 
in correct phase relationship. If the light is 
extinguished, the transformer is out of 
phase. 


Pyrometer for Large Diesel 
Engines 


pyrometer for measuring diesel engine 
exhaust-gas temperatures at the cylinder 
outlets or in the exhaust manifold has been 
developed which is suitable for any type of 
diesel engine, mobile or stationary. 

The instrument comprises up to eight iron/ 
constantan thermocouples in stainless steel 
sleeves, and a meter of the moving-coil type 
designed to withstand vibration, which can 
be mounted on the instrument panel. 

The thermocouples are fitted through an 
entry port in the exhaust manifold. Leads 
connect each thermocouple to the meter, 
which has eight pairs of terminals, facilita- 
ting measurement of up to eight positions. 
A nine-position selector switch allows 
selection of each thermocouple in turn. 

The “ zero-adjust ’’ button is covered by 
the selector switch, and once it has been 
adjusted for ambient temperature it cannot 
be tampered with unless the switch is re- 
moved. A bi-metal strip incorporated in the 
meter automatically compensates for changes 
on ambient temperature once the zero has 
been set. The dial is scaled for temperature 
readings from 0-—1,600 deg. F., with maximum 
accuracy at 1,200 deg. F. 

The meter can be calibrated for any length 
of 22 s.w.g. lead from the thermocouples up 
to 50 yd. Longer distances can be covered 
by using heavy-gauge compensating leads. 

One of the first uses of the pyrometer 
has been in the exhaust manifold of a larger 
stationary diesel engine, where a four- 
thermocouple fitting has enabled the ex- 
haust-gas temperature to be measured before 
the gas is used to power a turbo-compressor 
for supercharging. 

The pyrometer has been accepted by 


Davey, Paxman & Co. Ltd., of Colchester, 
Essex, as standard for use in their larger 
engines. 

Further details can be obtained from the 
manufacturer, Savage & Parsons Limited, 
Watford, Herts. 


Low Mist Spray Gun Nozzle 


WHERE railway wagons, lorries, heavy 

machinery, or girders are spray- 
painted or where factory maintenance and 
interior painting is carried out by spraying, 
booths and exhaust fans seldom can be 
easily used to remove the resultant paint 
mist. 

To solve this problem, a new low-mist air 
cap and fluid tip combination has been 
developed, which, used with the manu- 
facturer’s ““JGA”’ spray gun, is claimed 
to allow good-class painting :to be done with 
an almost complete absence of overspray. 
It is further claimed that the new principles 
used in the design of the nozzle set ensure 
low-velocity airflow with normal air pressure 
of 30 Ib. per sq. in., and excellent atomisation 
combined with freedom from paint rebound. 

Tests of the low-mist nozzle set, which 
is supplied with either ‘“ EX,” “ FF,” or 
“FX” fluid tip sizes, have shown that the 
degree of reduction of spray mist varies with 
the type of paint used. Spray mist is claimed 
to be quite imperceptible with wagon 
paint, red-oxide primer, synthetic primer, 
filler, oil-bound distemper, and emulsion 
paint. 

Further details can be obtained from the 
Aerograph-De Vilbiss Co. Ltd., 47, Holborn 
Viaduct, London, E.C.1. 
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European Passenger Train Alterations 


Faster Anglo-Swiss services via Calais. Accelera- 
tions in France and Italy. New service to Rome 


ROM the introduction of the summer 
train services on May 29, radical 
alterations are to be made in the working 
of the ‘ Simplon-Orient Express” and 
““Rome Express.” A new train, the ‘“* Lom- 
bardy Express,” leaving Paris Lyon at 
9.15 p.m., and reaching Milan at 8.20 a.m., 
will convey the former’s Milan sleeping cars 
and through coaches. In the opposite 
direction departure from Milan will be at 
9.40 p.m. and arrival in Paris at 8.26 a.m. 
In summer this train will include a through 
section with couchettes for Venice. 

The “ Simplon-Orient Express” will be 
restricted to passengers to and from places 
beyond Milan, in first class to Verona, 
Bologna and beyond, and in second class to 
beyond Venice. It will leave Paris Lyon at 
7.28 p.m. and be greatly accelerated, to an 
average speed of 73:2 m.p.h. to Dijon and 
51-8 m.p.h. to Milan. Venice will be 
reached at 8.55 a.m., Trieste at 11.33 a.m., 
and Belgrade at 11.40 p.m. on the evening 
of the second day instead of 6.2 a.m. the 
following morning; the journeys to Sofia 
and Istanbul will be more than 7 hr. quicker 
than now. Westbound, there will be 
accelerations of 4 hr. 7 min. from Belgrade 
and 78 min. from Venice to Paris, reached 
at 9.55 instead of 8.33 a.m. 

The “* Simplon-Orient Express ” also will 
take over from the “ Rome Express” the 
sleeping cars and first class through coaches 
for Florence, Rome and Naples. These 
will be detached at the Lambrate Station at 
Milan, and with a 22-min. earlier start from 
Paris will reach Florence at 9.5 a.m. (2 hr. 
27 min. earlier), and Rome at 12.50 p.m. 
(70 min. earlier). Northbound, departures 
will be from Rome at 4.30 p.m. and Florence 
at 8.15 p.m. (24 hr. and 33 hr. later than 
now), and arrival in Paris at 9.55 a.m., 
55 min. later. 


Service to Rome Altered 


The ““Rome Express” will still include 
first class sleeping cars and second class 
couchettes for Rome, and during the 
summer season only a through sleeping car 
and first class coach from Calais to Rome, 
but with additional stops will be slightly 
decelerated. It will leave Paris Lyon at 
7.53 instead of 7.50 p.m., and during the 
summer will be relieved by a 7.56 p.m. to 
Turin, also with sleeping car accommodation. 
After September 17 the latter will be incor- 
porated in the “* Rome Express,” which in 
winter no longer will be run in two sections 
forward from Chambéry, as now. Although 
the Calais-Venice through working is being 
withdrawn, in connection with the 11 a.m. 
service from Victoria the portion of the 
“Golden Arrow” from Calais with the 
Rome coaches will run to a platform at 
Paris Lyon where cross-platform exchange 
will be arranged with both the ‘ Simplon- 
Orient” and “ Lombardy ” expresses, and 
similarly in the opposite direction. 

In future there is to be no independent 
‘“* Arlberg-Orient Express” between Paris 
and Basle. Throughout the year the Vienna 
and Bucharest sleeping cars and coaches 
will run as part of the 10.10 p.m. from Paris 
Est to Basle, which will start 15 min. earlier, 
and to the 11.45 p.m. from Basle to Paris, 
to start 65 min. later. This will mean very 
little alteration in the summer overall times, 
but in winter, whereas now these portions 
are worked between Paris and Strasbourg 
on trains 7 and 8, and between Strasbourg 
and Basle by the Calais—Basle night train, 
there will be an acceleration of 90 min. 
eastbound and 75 min. westbound. 


As already announced, the ‘ Golden 
Arrow ” Pullman service from Victoria is, 
this summer, to revert from 2 p.m. to its 
former 11 a.m. departure. From October 2 
the 2 p.m. service will start at 3.30 p.m.; 
Pullman car accommodation will be pro- 
vided in the connecting train from Calais, 
which will reach Paris Nord at 10.58 p.m. 
This train will include a section for Paris 
Lyon, with sleeping car and through coaches 
for Milan. In winter also the Calais-Basle 
sleeping-car train will benefit by an accelera- 
tion of 45 min. between London and Basle, 
with a Basle arrival at 6 a.m. instead of 
5.15 a.m., a more comfortable time for those 
who have to change trains there. 


Internal French Services 


There will be a further acceleration of the 
“Sud Express,” which will now make the 
359-8-mile non-stop run from Paris Auster- 
litz to Bordeaux in 4 hr. 43 min., at 76:3 
m.p.h., and return in 4 hr. 47 min., at 
75:2 m.p.h. Leaving Paris at 1.45 p.m. as 
now, it will reach Hendaye 10 min. earlier, 
at 8.43 p.m. (504-4 miles in 6 hr. 58 min.). 
Arrival in Madrid of the Spanish connection 
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will be at 9.30 a.m., 15 min. earlier, and 
Lisbon will be reached at 4.53 p.m., 30 min 
earlier. The northbound connection from 
Lisbon will start 15 min. later. The 11.5C 
a.m. from Paris will start at 12.5 p.m. and 
be accelerated by 29 min. to Hendaye and 
37 min. to Tarbés; the 8.0 a.m. from Hendaye 
will start at 8.10 a.m., and be accelerated 
by 20 min. to Paris. Other trains on this 
service, as also between Paris, Limoges 
and Toulouse, will have faster times. 


Paris—Lille Electric Services 


Between Paris and Lille the 130-min. 
bookings over the 155-9 miles, introduced 
with electrification (including what is now 
the fastest scheduled run in the world, from 
Arras to Longueau, 41-1 miles, in 29 min., 
85 m.p.h. start to stop) have proved practical, 
and the only alterations are one or two in 
starting times. Of these the chief is that 
the 4.45 p.m. from Lille to Paris will start 
30 min. earlier. 

Certain of the boat trains between Paris, 
Boulogne and Calais also are to be accelerated 
by electric haulage between Paris and Amiens, 
with a change of locomotive there, but any 
advantage so gained wiil be wiped out by 
longer transfer times at the ports and slower 
running on the British side. The time taken 
for the 73-2 miles between Folkestone 
Harbour and Victoria, for example is 1 hr. 50 
min. to 1 hr. 55 min., but timings will be cut 
after electrification via Ashford. 








Telecommunication Developments in the Eastern Region 


New telephone exchange to be built at Kings Cross 


Approval has been given for work to 
proceed on the complete modernisation of 
the existing telecommunication network in 
the Eastern Region of British Railways. 
The aim is to provide, stage by stage, a fully 
automatic system, employing every modern 
technique. The new project will be carried 
out simultaneously as railway electrification 
work in the Region proceeds. 


Kings Cross Telephone Exchange 

The focal point of the whole scheme will 
be Kings Cross, where it is proposed to build 
a telephone exchange which will be the largest 
installation of its kind in the country. When 
completed, early in 1962, it will deal with all 
calls now handled at Kings Cross, Liverpool 
Street, Stratford, and seven subsidiary 
exchanges in the London area. 

The new Kings Cross exchange will have 
an initial capacity of 3,000 extensions and be 
capable of extending to 4,000. The provision 
of one central exchange equipped with 
adequate G.P.O. lines and operating staff, 
together with new methods that will be 
introduced for dealing with inquiries from 
passengers and traders, will provide a 
greatly improved telephone service to the 
public. 

The exchange will be the main switching 
centre for the regional automatic telephone 
network, and 60 railway trunk and junction 
lines will be connected initially, increasing to 
about 300 lines as the work progresses. 


London Tilbury & Southend Line 


Three automatic exchanges will be built 
serving 300 extensions, catering for the needs 
of the Fenchurch Street to Shoeburyness 
line. These will be located at East Ham, 
Tilbury Riverside and Southend East and 
direct automatic contact will be provided 
between the Headquarters offices at Fen- 
church Street and all stations and depots on 
the line, with access to all other parts of the 
Region by way of the Kings Cross exchange. 

Two automatic exchanges at Seven 


Sisters and Broxbourne, will serve 236 
extensions forming a complete network on 
the Chingford- Bishops Stortford - Enfield 
Town-Hertford East suburban lines, due to 
be electrified later this year, and will connect 
with the London, Tilbury & Southend 
network and all other parts of the Region via 
the Kings Cross exchange. 

Planning for the remainder of the Eastern 
Region is in progress and the next automatic 
telephone exchanges to be built will be at 
Peterborough and Colchester to coincide 
with the reconstruction of these stations. 
Circuits for trunk inter-dialling will be 
provided between London, Cambridge, Peter- 
borough, Lincoln, and Doncaster, to be 
followed by similar facilities serving Sheffield, 
Ipswich, and Norwich. Mr. R. A. Green, 
Signal Engineer, Eastern Region, is 
responsible for the work, a large portion of 
which will be carried out by contract. 








C.T.C. for Central Wales Line, 
Western Region 


A scheme has been approved by the British 
Transport Commission at an approximate 
cost of £676,000 for the introduction o! 
Centralised Traffic Control between Craver: 
Arms and Llandovery which is now part o! 
British Railways, Western Region, Centra! 
Wales Line. It is anticipated that the work 
will be completed in approximately three 
years’ time. Under the proposal some 60 miles 
of single-line track, with long and short cross- 
ing loops at suitable intervals, will be continu- 
ously track circuited and colour-light signals 
installed which will be under the control o! 
one signalbox at Llandrindod Wells, thus 
enabling 18 existing signalboxes to be closed 
with consequent economies in staff. 

Sidings on the route will be locally workec 
by ground frames, electrically released by the 
Central signalbox operator; all running 
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noves will be power controlled from the 
Central signalbox. Lifting barriers are to 
xe installed at certain level crossings. The 
oresent double-line block and _ single-line 
oken working will be abolished. A con- 
siderable amount of permanent way will be 
recovered as a result of converting sections 
of double line to single line. 

The existing semaphore signalling on the 
route is almost life-expired and considerable 
expenditure on renewals would be necessary 
in any case so the opportunity is to be 
taken of introducing modern methods and 
equipment as well as increasing the line 
capacity. The latter will enable many more 
freight trains emanating in West Wales 
to be worked over the line to and from the 
Midlands and North of England. This will 
give much needed relief to the remaining 
routes for traffic to and from South Wales 
which it is anticipated will be taxed to the 
utmost by additional traffic from industrial 
developments in Wales. 








Parliamentary Notes 


Threat of Railway Strike 


The House of Commons was informed 
from time to time by Mr. Edward Heath, 
Minister of Labour, during the week ended 
February 13 of the progress of negotiations 
in the railway wages dispute. Among 
many Members who asked for information 
and expressed their concern at the possibility 
of a strike by the N.U.R., Mr. A. Robens 
(Blyth—Lab.) on February 11 asked the 
Minister to re-consider a proposal that he 
should convene a “ top table ” conference of 
all parties to the dispute, with himself in 
the chair. 

They had seen on the stage during the 
past days, Mr. Robens went on, “all the 
actors in this drama except one. That 
individual presumably standing in the wings 
waiting for his cue, Mr. Guillebaud.” At 
such a conference the Minister would have 
all the parties together. He had already 
met them severally. All parties could 
then hear the “natural anxieties of the 
N.U.R.”, about the minimum wage figures 
which the union might be able to advise 
its members would be forthcoming within 
seven days of the report of the Guillebaud 
Committee; the natural anxieties of the 
other two unions that such an arrangement 
would not materially affect their problems 
of differential pay; and the anxieties of the 
B.T.C. that the Government was prepared 
financially to support the Guillebaud pro- 
posals or some part of them. 

Mr. Heath said he would consider this. 
One of the complexities of this case was that 
there were only two parties to the dispute, 
the N.U.R. and the B.T.C. 


Transport Users’ Committees 


Mr. Julian Snow (Lichfield & Tamworth— 
Lab.) raised an adjournment debate on 
February 8 on the location of hearings of 
the Transport Users’ Consultative Com- 
mittees and about the conduct of those 
hearings. He was not happy that the evidence 
which was produced by the defending body, 
as it were (British Railways), was always 
quite apposite or accurate. He did not think 
that the Consultative Committees facilitated 
attendance of all interested parties at hear- 
ings. They also tended to insist that the 
1earings should be held in the city rather 
han that they should take place where it 
was proposed the station should be closed. 
An inspector or senior civil servant from the 
Ministry @f Transport or B.T.C. should hear 
local evidence. 

Mr. John Hay, Joint Parliamentary 
Secretary, Ministry of Transport, said that 
T.U.C.C. were completely independent of 
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the Ministry. Neither were they “ stooges ” 
of the B.T.C. Members served voluntarily, 
without pay. The Minister had no power to 
require that they should follow some par- 
ticular procedure. Their hearings were not 
a trial in the formal sense; they were not 
public inquiries, nor tribunals. 


Inquiry into Railways Proposed 

Sir William Robson-Brown (Esher—C.), 
with the support of nine other Conservative 
Members, tabled in the House of Commons 
on February 15 the following motion for 
discussion at an early date : 

Inquiry into British Railways : That this 
House requests the Government as a matter 
of urgency to institute a full scale inquiry 
into every aspect of British Railways, on 
the following terms of reference: “* To make 
recommendations as to the appropriate rdle 
in the second half of the 20th century of a 
railway system laid out in the 19th and how 
this might be achieved and what would 
be the cost to the Exchequer; within that 
context, to report on the ability of a modern- 
ised railway system to give efficient service 
to the public at competitive rates and to 
provide conditions for those employed on 
the railways to take pride in their work and 
to earn a living comparable to those in other 
industries; and to make recommendations 
for the hiring off and, where necessary, dis- 
posal of all railway properties and activities 
superfluous to the operation of a modern 
railway system and to submit a report thereon 
to the House within 12 months.” 








Questions in Parliament 


New System of Transport 


Lord Hawke asked H.M. Government in 
the House of Lords on February 9, whether 
they had received any report of the recent 
demonstration in Salisbury, Rhodesia, of a 
new system of transport invented by 
Rhodesian engineers, and whether the 
Government consider that this system had 
any application in this country. 

Lord Chesham, Joint Parliamentary 
Secretary, Ministry of Transport: The 
Minister has recently received some details 
about this demonstration and will make 
further inquiries into it. 

Lord Milverton: Patents have been taken 
all over the world, and it has very consider- 
able financial backing. At next year’s Central 
African Fair a working model is going to be 
on show. 

Lord Hawke: Would the Minister of 
Transport particularly have in mind the 
possibility of using this system for transport 
between London and London Airport and 
the linking of overspill areas with their 
mother cities ? 

Lord Chesham: The Minister has sent to 
Rhodesia details of his requirements for any 
such link, and no doubt there will be further 
information in due course. 


Military Importance of Railways 

Mr. H. J. Boyden (Bishop Auckland— 
Lab.) asked the Minister of Defence on 
February 10 to reassess the military import- 
ance of British railways to the Service 
Departments, with a view to estimating, in 
conjunction with the B.T.C. what capital 
and current costs the Service Departments 
should contribute to the British Transport 
Commission in respect of service needs. 

Mr. Harold Watkinson: No. A very 
large number of public utility and com- 
mercial undertakings are of military import- 
ance, but this does not mean that the Service 
Departments should contribute to their 
costs, except as customers. 

Mr. Bowden: In times of war the rail- 
ways’ value to the country is greatly in- 
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creased. Will the Minister of Defence 
not estimate, in consultation with the B.T.C., 
what this will be, and make a contribution 7 

Mr. Watkinson : I am advised that during 
the current financial year British Railways 
will recover about £13 million from the 
Defence Vote. 


No Separate Minister for Railways 


Mr. Julian Snow (Lichfield & Tamworth— 
Lab.) asked the Prime Minister on February 4 
whether he would consider the appointment 
of a Minister of State, subordinate to the 
Minister of Transport, to be charged solely 
with those specific railway responsibilities 
now exercised by the Minister of Transport. 

Mr. R. A. Butler, Home Secretary and 
Leader of the House, in a written answer: 
No. I do not think the appointment of a 
Minister is justified. 


Closure of Lines 


Mr. H. J. Boyden (Bishop Auckland— 
Lab.) asked the Minister of Transport on 
February 3, to give a general direction to the 
B.T.C. to consult with the President of the 
Board of Trade and the Minister of Defence 
as to the economic and strategic importance 
of railway lines being considered with a view 
to their closure. 

Mr. Marples: No. Proposals to close 
lines are widely publicised, and the Con- 
sultative Committee procedure permits full 
account to be taken of the value of a line to 
trade and industry. Any potential defence 
interest in a particular railway line affected 
is, of course, taken into account by the 
Government departments concerned. 


Height of B.T.C. Structures 


Sir Hugh Lucas-Tooth (Hendon S.—C.) 
asked the Minister of Housing & Local 
Government and Minister for Welsh Affairs 
on February 9, the reason for the distinction 
made in the Town & Country Planning 
General Development Order, 1950, between 
railways and other statutory undertakers 
with regard to the height of developments 
permitted to them; and whether he would 
amend the Order so as to prevent the B.T.C. 
structures 150 ft. high in residential areas 
without going through the machinery 
necessary to obtain planning permission. 

Sir Keith Joseph, Parliamentary Secretary, 
in a written answer: The distinction enables 
the Commission to erect certain minor but 
essential kinds of development such as signal 
gantries. The Minister has recently received 
an undertaking from the Commission that it 
will consult local planning authorities before 
embarking on development which would 
adversely affect local amenities. 


Historic Structures at Euston 


Mr. Woodrow Wyatt (Bosworth—Lab.)} 
asked the Minister of Housing and Local 
Government what request he had now 
received from the B.T.C. to demolish and 
move buildings at Euston Station scheduled 
as historic monuments; what reply he had 
made; and if he would make a statement. 

Sir Keith Joseph, Parliamentary Secretary: 
The Commission has given notice that it 
intends to remove the Great Hall and the 
Doric Arch at Euston. The notice was given 
to the London County Council, which has 
informed the Minister. 

Mr. Wyatt: The Minister should ensure 
that the B.T.C. produces an alternative 
scheme for lengthening the railway line, 
with the platforms and other improvements at 
Euston Station, so that it does not have to 
destroy the Great Hall and Shareholders’ 
Room. It might be acceptable to remove 
the Doric Arch nearer to Euston Road 
provided that it is not in any way disfigured. 

Sir Keith Joseph: The two months’ notice 
required doxs not lapse until the middle of 
March, during which interval the Minister 
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is considering the alternatives. As regards 
the Great Hall and the Shareholders’ Room, 
the proposals are now under discussion with 
the B.T.C., L.C.C., and external advisers. 


Railway Accidents 


Lt.-Colonel W. H. Bromley-Davenport 
(Knutsford—C.) asked the Minister of 
Transport on February 9, whether he had 
any statement to make with regard to the 
railway accident at Bradwell, Sandbach, 
on February 8. 

Mr. Ernest Marples, after giving brief 
details, pointed out that Colonel W. P. Reed, 
an Inspecting Officer of Railways, Ministry of 
Transport was to hold an inquiry. 

Lt.-Colonel Bromley-Davenport : There 
have been since 1948 over 1,000 railway 
accidents each year on an average. 

Mr. Gordon Walker (Smethwick—Lab.) 
protested that this supplementary question 
was out of order. 

Lt.-Colonel Bromley-Davenport: Since 
1948 there have been over 1,000 accidents 
each year, or an average of over three a day, 
and over 600 killed and over 9,000 injured. 

The Speaker: If the honourable and 
gallant Member does not restrain his supple- 
mentary question within the rule of order, 
he will not be allowed to ask them. 

He added: Questions about accidents in 
the constituencies of Members are anoma- 
lous. They are accepted as anomalous by 
**Erskine May”’, but it has been the practice 
of the House to allow them. 

Lt.-Colonel Bromley-Davenport: Would 
the Minister of Transport consider a court 
of inquiry to inquire into the cause of these 
terrible accidents and try and make our 
railways less dangerous? 

Mr. Ernest Marples: An inquiry is to be 
held and the report of the inspecting officer 
will be published in due course. 


British Transport Stock 


Mr. Julian Snow (Lichfield & Tamworth 
—Lab.) asked the Minister of Transport 
on February 10, to state the total sum paid to 
former stock-holders in the railways of the 
United Kingdom, now nationalised, up to 
the latest convenient date since nationalisa- 
tion. 

Mr. John Hay, Parliamentary Secretary, 
in a written answer: Interest paid in the years 
1948 — 1958 on British Transport Stock 
issued in exchange for the securities of the 
former railway companies, now nationalised, 
totalled £308 million. Interest and dividends 
received by the railway stock-holders in the 
years 1929 to 1939 was £389 million. 


Coal Transport Difficulties 


Mr. Norman Dodds (Erith & Crayford— 
Lab.—Co-op.) Mr. G. Darling (Hills- 
borough—Lab.—Co-op.), and Mr. W. J. 
Owen (Morpeth—Lab.) asked on February 15 
about the difficulties retail organisations 
were reported to be experiencing in obtaining 
supplies of household coal. 

Mr. R. Wood, Minister of Power: There 
is no general shortage of house coal, but 
transport difficulties may cause certain local 
difficulties. 1 will speak to the Minister of 
Transport about the transport side of this 
difficulty, but in fact the National Coal 
Board and the B.T.C. are in close touch. 
The real difficulty is the shortage of suitable 
operating staff for the wagons which are 
available. 





BELDAM Assestos Co. LtTp. AND AUTO- 
KLEAN STRAINERS LIMITED CHANGE OF 
ApprEsS.—The London branch office of 
Beldam Asbestos Co. Ltd., and Auto-Klean 
Strainers Limited, was transferred on 


February 8 to 109 Fenchurch Street, London, 
E.C.3, tel. Royal 1148. 
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Staff and Labour Matters 


N.U.R. Threatened Strike 


There was intensive activity at the Ministry 
of Labour on Thursday and Friday of last 
week, February 11 and 12, in an attempt 
to end the deadlock which had been reached 
in connection with the threatened national 
railway strike due to begin at midnight on 
Sunday/Monday, February 14/15. 

On February 11, leaders of the N.U.R. 
saw the Chief Industrial Commissioner at 
the Ministry. Later, the T.U.C. General 
Council had an emergency meeting which 
was attended by railway union leaders as 
members of the council. The General Secre- 
tary and Assistant General Secretary of the 
T.U.C. subsequently saw the Minister of 
Labour and the Chief Industrial Com- 
missioner. After they had left the Minister, 
they saw the Chairman of the British Trans- 
port Commission. Later, the T.U.C. officers 
returned for further talks. 

On Friday, February 12, the Minister of 
Labour called representatives of the three 
railway unions and the British Transport 
Commission to the Ministry at 12.30 p.m. 
At this meeting the Chairman of the Com- 
mission stated that, on February 8, he had 
undertaken, within one week of receipt of 
the report of the independent pay committee, 
to make an offer of an interim increase in 
pay for all staff covered by the report and 
would backdate it to January 11, 1960. 
This proposal had not been accepted and 
he had now been asked by the Government 
to make the offer specific. He then stated 
that the offer would be one of a 4 per cent 
increase for staff concerned. 

The N.U.R. representatives stated that 
the offer was not sufficient and, after pro- 
longed discussions lasting some hours, the 
following statement was made by the Chair- 
man of the Commission :— 

“* A meeting was held today between the 
Chairman and other representatives of 
the British Transport Commission and 
representatives of the three railway trade 
unions, under the Chairmanship of the 
Minister of Labour. 

““On February 8, the Chairman of the 
Commission undertook within one week of 
receipt of the report of the independent 
pay committee to make an offer of an 
interim increase in pay for all staff covered 
by the report and to backdate it to Janu- 
ary 11, 1960. 

“* The Chairman of the Commission has 
now been asked by the Government to 
make this offer specific. 

* After the fullest consideration of all 
the circumstances, particularly the acute 
shortage of staff on important sections of 
British Railways, the Chairman of the 
Commission said that he would make the 
offer specific at 5 per cent. This was 
accepted by all parties. 

“Confirmation has been received from 
Mr. Guillebaud that this offer is contain- 
able within the findings of the independent 
pay committee. 

“* The Chairman gave an assurance that 
this specific offer would not prejudice 
discussion on the conclusions of the report. 

“The National Union of Railwaymen 
are withdrawing their strike notices.” 
Immediately following the meeting the 

N.U.R. executive made arrangements to 
issue instructions calling off the strike 
arranged for midnight, February 14/15. 

The representatives of A.S.L.E.F. stated 
they were proud to have been associated 
with the settlement of the dispute but the 
General Secretary of T.S.S.A. stated that 
he had been requested by the Association’s 
Executive Committee to make the following 
statement :— 

1. ““ We are satisfied beyond doubt that 
our effort to maintain the sanctity of agree- 
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ments which were freely entered into with 

B.T.C. and the other two railway unions 

was a right one and we sincerely regret 

the circumstances which have led to these 
discussions. 

2. “* We note, however, that Government 

intervention has enabled the Chairman of 

the B.T.C. to make an offer of an interim 
increase of 5 per cent in salaries and wages 

as from January 11, 1960. 

‘““In the existing situation we are pre- 

pared to agree to accept this offer to avert 
what otherwise would be a national catas- 
trophe. 
3. ““We feel strongly, however, that 
having intervened there is now a moral 
responsibility upon the Government to 
ensure that the Commission is afforded the 
necessary resources to enable them fairly 
and adequately to implement the findings 
of the Guillebaud Pay Report.” 

The offer of 5 per cent increase in pay will 
mean an increase ranging from 7s. 6d. per 
week for the porter on the Ist year rate of 
151s. 6d. a week to Ils. 6d. a week for the 
top-rated engine driver. Other examples are: 











Present | Proposed 

Grade | basic rate | basic rate 
s. d. es. 4. 
Porter 3rd year 156 0 164 0 
Guard (max.) ... a ..-| 185 0O 194 6 
Shunter ais ine alt Bm s 180 0 
Signalman, Class 2... -.-| 186 6 196 0 
Ganger, Permanent Way at wor © 190 0 





At a mass meeting of railwaymen in 
London on February 14, a resolution was 
passed congratulating national officers and 
the executive committee of the union on their 
firm stand to gain the interim award. 








BRITISH TRANSPORT ADVERTISING NEW 
OFFIcE.—To assist advertisers and agents in 
Kent and Sussex, British Transport Advert- 
ising,the commercial advertising service of the 
British Transport Commission, has opened an 
office at Phoenix Building, West Street, 
Brighton. The office will be under the super- 
vision of Mr. S. K. Tidey, and will cover an 
area bounded by Bognor in the west, the 
Medway towns in the east and Woking and 
Reigate to the north. 


SPECIAL SATURDAY NIGHT SERVICES TO 
DEVON AND CORNWALL.—Special trains at re- 
duced eight-day and fifteen-day fares will be 
run on Saturday nights next summer to 
holiday resorts in Devon and Cornwall from 
Manchester and other centres in Lanca- 
shire; from Sheffield, Nottingham, Derby, 
Loughborough, and Leicester; and from 
Wolverhampton, Birmingham, Dudley and 
Coventry. Tickets will only be issued up to 
the seating capacity of each train. Light 
refreshments will be available. 


APPLICATION TO DEAL IN CASTINGS LIMITED 
SHares.—Neville Industrial Securities Ltd 
has announced that application is being 
made to the Committee of the Stock 
Exchange, Birmingham, for permission to 
deal in and for quotation for 2,000,000 
ordinary shares of 2s. each in Castings 
Limited of Walsall, Staffs., being the whole 
of the issued share capital of the company. 
The company now owns and operates two 
highly mechanised foundries, one at Walsall 
and the other at Brownhills, Staffordshire. 
They produce a wide range of Blackheart 
and Whiteheart Malleable iron castings 
mainly from } Ib. to 20 Ib. in weight, such as 
vehicle and railway door hinges, wheel hubs, 
brake pedals, chassis components, gear 
wheels, and various actuating parts which 
are supplied to British Railways, motorcar 
and commercial vehicle manufacturers, tractor 
and agricultural machinery manufacturers, 
and a variety of engineering trades. 
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Contracts and Tenders 


AEI diesel-electric locomotives for British Railways, London Midland Region 


Associated Electrical Industries Limited 
Traction Division has received a £400,000 
order from the London Midland Region of 
British Railways for seven complete Type 
“1” §800-h.p. diesel-electric locomotives. 
The Type “1” locomotive has a Bo-Bo 
wheel arrangement and is used on British 
Railways braked and non-braked freight 
trains, and on non-heated passenger trains. 


Plasser Railway Machinery has received 
the following contracts :— 

British Railways, London Midland 
Region: 3 Plasser-Theurer super hydraulic 
tampers, model VKR/03, and 8 Plasser- 
Theurer hydraulic power wrenches, model 
P.12 

British Railways, North Eastern Re- 
gion: 2 Plasser-Theurer super hydraulic 
tampers, model VKR/03, and 2 Plasser- 
Theurer hydraulic lifting and jacking 
machines, model HM.100 St. 

New South Wales Government Rail- 
ways: 2 Plasser-Theurer super hydraulic 
tampers, model VKR/03 

Rhodesia Railways: 12 Plasser-Theurer 
hydraulic power wrenches, model P.12 

South African Railways: 6 Plasser- 
Theurer super hydraulic tampers, model 
VKR/03. 


Herbert Morris Limited has received a 
contract from the Eastern Region of British 
Railways for two four-motor overhead 
cranes for installation in the diesel shop 
at Doncaster Locomotive Works. The two 
30-ton travelling cranes at present in use are 
belt driven and in order to deal more effi- 
ciently with the larger diesel locomotives 
now coming into use each of the two new 
cranes will have a capacity of 45 tons. The 
necessary strengthening of the crane gan- 
tries will be undertaken by the Chief Civil 
Engineer, Eastern Region. 


The Broken Hill Pty. Co. Ltd. has 
received an order from the Queensland 
Railways Department for 32,000 tons of 
rails for the Mt. Isa line rehabilitation 
project. Of this tonnage 95 per cent is of 
82-lb. section and the remainder 62-lb. 
Delivery is to be at the rate of 1,200 tons a 
month beginning almost at once. The total 
value of the order is £A.1,446,980. 


The British Transport Commission, South 
Wales Docks, has placed the following 
contracts :— 

Davies, Middleton & Davies Limited : 
construction of railway bridge, Newport 
Docks 

Richard Dunston Limited: new suction 
dredger for Port Talbot Docks 

Demolition & Construction Co. Ltd.: 
reconstruction of Phoenix Wharf and 
repairs to dock walls, Kings Dock, 
Swansea 

Fairfield Shipbuilding & Engineering 
Co. Ltd. : superstructure of new transit 
shed, Noith Dock, Newport. 


British Railways, Eastern Region, has 
placed the following contracts : 

T. W. Sampson & Co. Ltd.: supply, 
delivery, and erection of yard lighting and 
m.v. distribution system for Worksop 
Marshalling Yards 

A. Cameron Limited: cleaning and 
painting of bridges, Nos. 32, 33, and 583 
between Fenchurch Street and West Ham 

Generali Electric Co. Ltd. : supply and 
installation of additional equipment and 
modifications to existing equipment at 
Gas Factory Junction, Bethnal Green, 


Gidea Park, and Stratford in connection 
with conversion from d.c. to a.c. electrifi- 
cation 

J. A. Elliott Limited: provision of a new 
car park at Bishops Stortford Station 

Haymills (Contractors) Limited: con- 
struction of new signalbox at Tilbury 
Riverside Station 

Siemens & General Electric Railway 
Signal Co. Ltd.: supply and installation of 
signalling and automatic warning system 
equipment in connection with electrifica- 
tion work being carried out between 
Chelmsford and Colchester 

Pirelli-General Cable Works Limited: 
supply and installation of traction super- 
visory cables between Liverpool Street, 
Chelmsford, and Southend Victoria. (Con- 
version of existing system to 50-cycle a.c. 
traction) 

Samuel Butler & Co. Ltd. : repairs to 
East Street and Longbridge Road over- 
bridge No. 21 between Barking and 
Dagenham Dock, 


British Railways, London Midland Region, 
has placed the following contracts:— 

Boulton & Paul Limited: supply and 
erection of structural steelwork for new 
platform awnings at London Road Station, 
Manchester 

Sir Alfred MacAlpine & Sons Ltd.: 
new power signalbox at Edge Hill, Liver- 
pool 

Leonard Fairclough Limited: recon- 
struction of bridge No. 76 on Timperley 
& Garston line to accommodate the 
widening of Woodland Avenue for the 
Coporation of Liverpool 

Edward Wood & Sons Ltd.: reconstruc- 
tion of St. Helens Shaw Street Station 

Wellerman Bros. Ltd.: reconstruction 
of bridge No. 24 on the Preston Junction 
to Blackburn line to accommodate road 
widening for the County Borough of 
Blackburn 

The Butterley Co. Ltd.: supply, fabrica- 
tion, and delivery of steelwork for bridge 
No. 80 on the Trent Valley line 

D. Anderson & Son Ltd.: supply and 
fixing of metal roof sheeting and decking 
to new platform awnings at London Road 
Station, Manchester. 


British Railways, North Eastern Region, 
has placed the following contracts:— 
Rubery Owen & Co. Ltd.: supply and 
erection of shelving, racking, and partition- 
ing at Walker Gate Stores Depot 
R. Costain Limited: construction of a test 
embankment at Lamesley new marshalling 


yard 
Mitchell 
construction of bridge substructure, re- 
inforced part of superstructure and road- 
ways, and construction of a concrete water 
culvert at Lamesley new marshalling yard. 


Construction Co. Ltd.: re- 


British Railways, Scottish Region, has 
placed the following contracts :— 

Angus M. MacDougall & Co. Ltd.: 
signalboxes and yard buildings, Sighthill 
new goods depot, Glasgow 

Whatlings Limited: construction of 
underpass and culvert, mains I and III, 
East Kilbride 

Westinghouse Brake & Signal Co. Ltd.: 
provision of automatic warning system, 
Cathcart Circle, Glasgow Central, and 
Newton. 


The Export Services Branch, Board of 
Trade, has received calls for tenders as 
follow :— 


From Ceylon : 

2 diesel locomotives, 5-ft. 6-in. gauge, 
each capable of starting from rest and 
hauling at 2-4 m.p.h. trains of 600 tons 
mass resistance due to gradients of 1 in 70 
associated with 5 ch. curves and rails for 
the most part flush with quay surface and 
thus offering considerable increased re- 
sistance. 

The issuing authority and address to 
which bids should be sent is the Chairman, 
Tender Board, Ministry of Nationalised Ser- 
vices & Shipping, Colombo. The closing 
date is April 20, 1960. The Board of Trade 
reference is E.S.B./3402/60. 


—— ee 
00,000 hardwood sleepers. 

The issuing authority and address to 
which bids should be sent is the Secretary, 
Railway Board, Ministry of Railways & 
Communications, Government of Pakistan, 
Karachi. The tender No. is 60/1720/S/SP. 
The closing date is February 29, 1960. The 
Board of Trade reference is ESB/570/60. 


From Thailand : 

4,000 railway wheel tyres to drawing 
LV 1-2004, manufactured from _ best 
quality open hearth steel or electric fur- 
nace steel. 

The issuing authority and address to which 
bids should be sent is the Railway Organisa- 
tion of Thailand, Yod-Se, Bangkok. The 
tender No. is 03016. The closing date is 
March 16, 1960. Tender documents may be 
inspected at the Board of Trade, but photo 
copies are not available. The Board of 
Trade reference is ESB/4105/60. 


From South Africa: 

8 portable rail grinders driven by air- 
cooled petrol engines of not less than 
4.5 h.p. Grinders to be capable of accurate 
and fast stock removal on top and sides of 
rail by cup grinding wheel and preferably 
two trailer wheels only. 

The issuing authority is the Stores Depart- 
ment, South African Railways. Bids in 
sealed envelopes, endorsed “‘ Tender No. 
F4258 Rail Grinders,” should be addressed 
to Chief Stores Superintendent, S.A.R., 
P.O. Box 8617, Johannesburg. The closing 
date is March 15, 1960. Local representation 
is essential. The Board of Trade reference 
is ESB/4208/60. 


7 items of mild steel sections. 

The issuing authority is the Stores Depart- 
ment, South African Railways. Bids in 
sealed envelopes, endorsed ‘“ Tender No. 
H.8177: Steel Sections” should be addressed 
to the Chairman of the Tender Board, P.O. 
Box 7784, Johannesburg. The closing date 
is March 11, 1960. Local representation is 
essential. The Board of Trade reference is 
ESB/4205/60. 


1 electrically heated, vertical, forced 
air circulation heat treatment furnace, 
suitable for low temperature heat treat- 
ment of steels within the range 150 deg. C. 
to 300 deg. C. and also capable of working 
at a temperature of 700 deg. C. when 
required. 

The issuing authority is the Stores Depart- 
ment, South African Railways. Bids in 
sealed envelopes, endorsed “ Tender No. 
F.4062: Furnace,” should be addressed to 
the Chief Stores Superintendent, South 
African Railways, P.O. Box 8617, Johannes- 
burg. The closing date is March 8, 1960. 
Local representation is essential. The Board 
of Trade reference is ESB/4207/60. 





234 


From Egypt: 
15,213 tons of ribbed sole plates type 1. 
The issuing authority is the Purchase & 
Stores Department, Railways Building, Fifth 
Floor, over Shoubra Subway, Shoubra, 
Cairo. The tender No. is E.R.302 G.3/139. 
The closing date is March 5, 1960. No further 
information is available at the Board of 
Trade. The Board of Trade reference is 

ESB/4231/60. 


1,838 tons of steel fishplates. 

The issuing authority is the Purchase & 
Stores Department, Railway Building, Fifth 
Floor, over Shoubra Subway, Shoubra, 
Cairo. The tender No. is E.R.302 G.3/124. 
The closing date is March 5, 1960. No 
further information is available at the Board 
of Trade. The Board of Trade reference is 
ESB/4232/60. 


700,000 wooden inserts. 

The issuing authority is the Purchase & 
Stores Department, Railway Building, Fifth 
Floor, over Shoubra Subway, Shoubra, 
Cairo. The tender No. is E.R.302 G.3/140. 
The closing date is March 7, 1960. No 
further information is available at the Board 
of Trade. The Board of Trade reference is 
ESB/4233/60. 


13 items of machines for diesel shop at 

Aswan. 

The issuing authority is the Mechanical & 
Electrical Department, Egyptian Railways, 
New Building, beside Shoubra Bridge, Cairo. 
The tender No. is 973. The closing date is 
March 14, 1960. No further information is 
available at the Board of Trade. The Board of 
Trade reference is ESB/4230/60. 


Further details relating to the above 
tenders together with photo-copies of 
tender documents, unless otherwise stated, 
can be obtained from the Branch (Lacon 
House, Theobald’s Road, W.C.1). 


The New Zealand Government Railways 
has called for tenders for C.T.C. equipment 
to specifications E589/1960 and E674/1960. 
Copies of the specifications are available 
from the Acting High Commissioner for 
New Zealand, 415 Strand, London, W.C.2. 
and from the New Zealand Government 
Trade Commissioners in Washington, Sydney, 
and Tokyo. The closing date in Wellington 
is April 20, 1960. 
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Notes and News 


G.E.C. Interim Dividend.—Provisional re- 
sults of the General Electric Co. Ltd. for 
the first eight months trading, and estimated 
figures for the remainder of the current year 
ending March 31, 1960, indicate an increase 
in both turnover and profit earnings. The 
interim dividend is maintained at 3 per cent. 
For 1958-59 ordinary shareholders received 
a 7 per cent final dividend maintaining the 
years total at 10 per cent. 


B.T.C. Statement on Train Services.—The 
following statement was issued by the B.T.C. 
after the N.U.R. had called off its proposed 
strike: “* The British Transport Commission 
states that the emergency arrangements it 
had made in the event of a railway strike 
are cancelled. Normal duties and traffic 
arrangements will be operated, but there may 
be some slight dislocation to week-end services 
arising from precautionary steps which have 
already been taken. Members of the public 
who wish to travel this week-end are advised 
to contact enquiry Offices or railway stations 
beforehand.” 


Westinghouse Brake & Signal Co. Ltd. 
Results.—Captain A. R. S. Nutting Chair- 
man, Westinghouse Brake & Signal Co. Ltd., 
states in his report for the year ended 
October 3, 1959, that consolidated fixed 
assets increased by £606,146 to £8,321,518, 
having risen by 113 per cent since October 1, 
1955. If, he states, the group is to continue 
to increase its turnover, it must continue to 
incur heavy capital expenditure in order to 
reduce the cost of production of its tradi- 
tional products and to widen the sphere of 
activities. Outstanding commitments are 
estimated at £523,000 (£347,000). Group 
net profits expanded from £879,235 to 
£1,286,795 during 1958-59, and the dividend 
is raised 1 per cent to 11 per cent. 


Proposed Strike Measures on British Rail- 
ways.—The following measures were planned 
by the British Transport Commission in 
the event of a strike by members of the 
N.U.R.: All normal passenger services on 
British Railways would have been suspended, 
and announcements would have been made 
about any trains which it was possible to run. 
Passengers intending to travel on Sunday, 
February 14, would have been advised to 








British Railways Type “2” North British Locomotive Co. Ltd. diesel-electric loco- 
motive, D.6130, on trials near Calder Marshalling Yard, Scottish Region 
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contact stations or Enquiry Offices in case 0° 
alterations to schedules. Some restaurant an: 
buffet cars would have been withdrawn o1 
that date, and no sleeping cars would have 
run on Sunday night. Passengers who ha 
already booked tickets or reserved seats o: 
sleeping berths for travel after midnight on 
February 14 would have received a refund. 
The validity of return halves of ordinary 
tickets would have been extended by a period 
equivalent to the duration of the strike. 
Parking facilities for private cars in the 
forecourts of London Transport stations 
used by buses would have been withdrawn. 


Manchester Ship Canal Company Results.— 
The Manchester Ship Canal Company 
announces that the balance available for 
dividends for the year 1959, including the 
amount brought forward £30,952 (1958 
£32,522), is £419,119 compared with 
£418,539 in the previous year. A dividend of 
5 per cent has been recommended on prefer- 
ence and ordinary shares. 


Dowty Group Raises Interim Dividend.—The 
Dowty Group is increasing its interim divi- 
dend by a point to 6 per cent tax free. Further, 
it intends to make a two-for-three scrip issue 
to shareholders. Estimated profits for the 
half-year ended September 30, 1959, after 
charging tax, amount to about £700,000. 
For 1958-59 a second interim dividend, in 
= a final, of 64} per cent, tax free, was 
paid. 


Machine Tool Orders.—The Machine Tool 
Trades Association states that net new home 
orders for tools during November, 1959, 
were valued at £5,423,000. This compared 
with £5,838,000 in October and £3,161,000 in 
November, 1958. Export orders rose to 
£2,927,000 in November, against £2,140,000 
in October and £2,473,000 in November, 1958. 
Deliveries for both home and export were 
lower than the new orders received, and in 
consequence order books increased in both 
instances. Orders for the home market at the 
end of November totalled £38,651,000 and for 
export £16,353,000. 


Birmingham Railway Carriage & Wagon 
Co. Ltd. and Charles Roberts Limited Pro- 
posed Merger.—The Birmingham Railway 
Carriage & Wagon Co. Ltd. and Charles 
Roberts Limited have announced that the: 
are engaged in negotiations for a merger 
Together they would constitute one of the 
largest concerns in the rolling stock field 
with total assets of £9,600,000 and with thei~ 
ordinary capital valued in the stock marke‘ 
at nearly £7,000,000. 


L.T.E. to Buy One-Man-Operated Buse* 
with Two Doors.—London Transport Execu- 
tive has ordered for experimental use thre 
one-man-operated buses with Willowbroo 
bodies incorporating separate entrance anc 
exit doors. The buses will be tried on suitabl- 
country bus routes. They will be mounted o 
Reliance chassis supplied by A.E.C. Limitec 
Southall. The doors are at the front, fo 
entrance, and the centre, for exit; both ar 
power- -operated. Vehicles with Willowbroo: 
bodies of this type are at present in use b 
the Grimsby & Cleethorpes Joint Transpor: 
Committee and other provincial operators 
In the London Transport country area th 
operating characteristics of the vehicles wi! 
be compared with those of the one-man- 
operated ““ RF” bus used on country are 
routes, which has a single entrance-and-ex!' 
door at the front. One of ihe problems ¢ 
one-man bus operation is the additional tim: 
taken by passengers in alighting anc 
boarding, especially at busy stops. With « 
single-door bus waiting passengers canno! 
start to board and pay their fares until a!! 
passengers alighting have left the vehicle 
A bus with a separate central exit allows 
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passengers to board at the front while 
passengers are still alighting. By operating 
routes with the new buses L.T.E. will be able 
to assess the effect on time spent at stops 
resulting from the one-way flow of passengers 
in the vehicles. 


Advances to Steel Companies Authorised.— 
The Iron & Steel (Financial Provision) Bill, 
published last week, authorised advances of 
not more than £120 million from the 
consolidated fund, up to the end of March, 
1965, for the expansion of the sheet steel 
capacity at Colvilles Limited, and at Richard 
Thomas & Baldwins Limited. 


New Anglo-Scottish Car-Carrier.—A day 
time service for motorists and their cars 
is to be introduced by British Railways, 
between London, Newcastle, and Edinburgh. 
The “Anglo-Scottish Car-Carrier”’ will run 
on weekdays from May 30 to October 1 
inclusive, leaving Holloway Car Loading 
Bay, Caledonian Road, London, N.7 at 
7.55 a.m. on Mondays to Fridays and at 
7.20 a.m. on Saturdays. The train is due 
at Newcastle at 1.10 p.m. and at Edinburgh 
Waverley at 3.34 p.m. First class and 
limited second class accommodation will be 
provided, and restaurant car meals will be 
served. The Holloway car loading bay 
has been adapted for this purpose. At 
Newcastle, cars will be handled at Central 
Station and will be transferred by 10ad 
between the station and Tyne Commission 
Quay. For motorists taking cars to Nor- 
way, the Newcastle timings will connect 
with the Bergen Line sailings at Tyne Com- 
mission Quay. 


Increase in British Railways Traffics.— 
During the four weeks ended January 16, 
the amount of steel carried by British Rail- 
ways from principal steelworks totalled 
733,000 tons, an increase of 206,000 tons, 
or about 39 per cent, compared with the 
corresponding period of 1959. Merchandise 
traffic also increased. The tonnage carried 
during the four weeks to January 24 was 
2,950,000, or 11.2 per cent more than in the 
comparable period of last year. In the same 
four weeks, British Railways passenger 
receipts _ totalled £9,260,000, against 
£8,420,000 in the same period of 1959, an 
increase of £840,000. Only part of this 
improvement is attributed to the increase 
in fares in November. During the last quar- 
ter of 1959, goods traffic totalled 58,230,000 
tons, compared with 55,798,000 tons in the 
same period of 1958. Mineral traffic rose 
by 1,696,000 tons, merchandise by 1,029,000 
tons, and livestock by 5,000 tons; coal and 
coke declined by 298,000 tons. 


More ‘‘ Tonnage Oxygen ”’ for Steelworks.— 
British Oxygen Gases Limited has arranged 
to increase its production of “ tonnage 
oxygen” (oxygen supplied on a tonnage 
basis by pipeline) in several steel-making 
areas and to erect further tonnage plants at 
new steelworks sites. The successful Linz 
Donawitz process is being developed rapidly. 
Soon there will be three basic converter 
plants in the United Kingdom producing 
steel refined with oxygen. By this method, 
one ton of gaseous oxygen (about 25,000 
cu. ft.) is needed for every 10 tons of steel 
produced. Oxygen also allows increased 
tonnages of steel to be produced at lower cost 
from existing plants. A modification of the 
open hearth process has been developed at the 
steelworks of the Appleby-Frodingham Steel 
Co. Ltd., which assists in competing more 
economically with other processes. The 
first tonnage oxygen plant in Britain was put 
into oper&tion by B.O.G. Limited in 1956 at 
its works at Margam, near Port Talbot. The 
nominal production capacity was 100 tons a 
day (100,000 cu. ft. an hr.) and it supplied 
the adjacent works of the Steel Company 
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of Wales Limited. Another tonnage plant, 
installed later, increased gaseous oxygen 
available to this steelworks to 300 tons a day. 
Similar developments are taking place at 
other steel plants. Responsibility for the 
design, construction, and erection of oxygen 
tonnage plants is vested in British Oxygen 
Engineering Limited. The installations are 
then operated and maintained by B.O.G 
Limited. 


New Equipment for Philips Electrical Limited 
Hamilton Works.—Plans for additions to 
equipment in the lighting factory of the 
Hamilton Works, Glasgow, of Philips Elec- 
trical Limited are to be put into effect this 
year. More than £90,000 is to be spent on 
new machinery. The additions are planned 
to afford a 10 per cent increase in production. 


Bulk Propane Supplies to Industry.—Distri- 
bution of bulk liquid propane, with technical 
service and maintenance, is offered by British 
Oxygen Gases Limited, to large industrial 
customers in Britain. Bulk holding tanks, 
enabling liquid propane to be stored without 
loss, can now be installed on a free loan basis 
at customers’ works. 


British Railways to be Run as Commercial 
Enterprise.—Mr. Peter Thorneycroft, M.P. 
for Monmouth, and formerly Chancellor of 
the Exchequer, stated on Monday ina B.B.C. 
television programme, ‘* Panorama,” that 
British Railways should be run as a com- 
mercial enterprise, on the same basis as the 
roads. The railways, in his view, should be 
stripped of “restrictions appropriate to a 
Victorian system.’’ Uneconomic lines should 
be closed and redundant staff discharged. 
If the railways were not freed from National 
ownership, he added, the only other course 
would be to develop them as a nationalised 
industry with a Minister directly responsible 
to the House of Commons. 


AEI Limited A.C. Locomotive on Driver 
Training.—The accompanying _ illustration 
shows British Railways, London Midland 
Region, a.c. locomotive No. E3001 in use 
for the training of drivers at Mauldeth Road 
on the electrified section of the Crewe- 
Manchester line. Manufactured by Asso- 
ciated Electrical Industries Limited, E3001 
was the first locomotive to be delivered to 
British Railways for 25-kV. 50-cycle a.c. 
operation. The AEI Traction Division 
is supplying 35 a.c. locomotives to British 
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Railways; the second was delivered recently 
and this also is being used initially for driver 
training. 


Universal Asbestos Manufacturing Co. Ltd. 
Trade Literature Award.—The Universal 
Asbestos Manufacturing Co. Ltd. has been 
awarded . certificate of merit for its entry 
in Class “1” (manufacturers’ own literature) 
in the 1959 Trade & Technical Literature 
Competition organised jointly by the Royal 
Institute of British Architects and The 
Building Centre. The U.A.M. entry con- 
sisted of its group information bulletins; 
standard six corrugated sheet catalogue; 
fort sheet catalogue; and Canada tile 
catalogue. The certificate of merit was 
awarded to the entry as a whole as all these 
publications fulfilled the competition’s re- 
quirements for standard sizes, inclusion of 
essential information, general layout, and 
presentation. 


New London Traffic Management Unit.— 
As part of the plan for tackling the London 
traffic problem the Minister of Transport, 
Mr. Ernest Marples, has decided to establish 
in the Ministry of Transport a new London 
Traffic Management Unit and has appointed 
Dr. G. Charlesworth, as its head. Dr. 
Charlesworth, who has specialised in road 
traffic problems for a number of years, is 
being seconded to the Ministry from the 
Road Research Laboratory. The task of the 
new unit will be, in consultation with the 
local authorities concerned and the Metro- 
politan Police, to work out and arrange for 
the execution of plans for securing the 
maximum use of London’s streets by ihe 
application of traffic engineering techniques. 


B.T.C. Police, Western Area, First Aid 
Competition.—The British Transport Com- 
mission, Western Area, Police First Aid 
Competition was held at Old Oak Common 
Hostel on January 27. The winning team 
was Cardiff Docks with 3084 marks out of a 
maximum of 400; Cardiff General was 
second, with 2854 marks. The adjudicators 
were Dr. M. M. Scott and Dr. B. M. Watney, 
of London. Mr. W. W. Wood, Chief of 
Police, Western Area, presided at the 
presentation of prizes at the  termina- 
tion of the contest. He was supported by 
Mr. A. C. West, Chief Constable; the 
adjudicators; Mr. W. G. Canning, Assistant 
to the Regional Establishment & Staff 
Officer; and Mr. J. A. Martin, Regional 


British Railways, London Midland Region, first a.c. electric locomotive hauling 
goods stock on the Styal line during driver training 
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Ambulance Secretary. The trophy and 
prizes were presented by Mr. West. The 
Cardiff Docks team will represent the 
Western Area in the National Competition 
organised by the St. John Ambulance 
Association. This will be held at the Central 
Hall, Westminster, on June 9 


Metropolitan Railway Country Estates Lim- 
ited Results.—The Group net profit of the 
Metropolitan Railway Country Estates 
Limited for the year ended October 31, 1959, 
was £47,959 (£44,071). 


Closure of Eastern Region Lines and Stations. 
—The section of British Railways, Eastern 
Region, from Wragby (inclusive) to approxi- 
mately half-a-mile north of Bardney was 
closed on February 1. The line, formerly 
open to goods traffic only, joins the Lincoln 
Central Boston branch nine miles east of 
Lincoln. The short length retained caters 
for private sidings. Collection and delivery 
services for parcels and smalls continue to 
be maintained by British Railways road 
services based on Lincoln. Goods traffic 
in full wagon loads is dealt with at Bardney 
or Langworth Stations. From March 7, the 
passenger train service will be withdrawn 
from Claxby & Usselby Station, the Lincoln 
Central to Grimsby Town line. Passengers 
will be catered for at Market Rasen and 
Holton-le-Moor Stations and by bus services 
operating in the area. A C.&D. service 
for parcels and goods sundries traffic will 
continue to be available, and freight traffic 
in full wagon loads will be dealt with at 
Moortown, Holton-le-Moor, and Market 
Rasen. 


Steel Company of Wales Expansion Plan.— 
The Iron & Steel Board has approved capital 
expenditure by the Steel Company of Wales 
Limited of £20,000,000 to increase steel- 
making capacity at the Margam Works, 
Port Talbot, from 3,000,000 to 3,600,000 ingot 
tons a year and to increase production of 
sheet and tinplate by 400,000 tons a year. 
The company has agreed for the time being to 
defer its plan for a sixth hot strip mill, which 
the Board feared would lead to surplus 
capacity in the early 1960s. This reduces 
the capital cost by £13,000,000, but the output 
resulting from the expansion is expected to 
be the same as it would have been had the 
new strip mill been built. This result is 
being achieved by linking the Steel Company 
of Wales expansion to the new hot strip 
mill being built at Newport by Richard 
Thomas & Baldwins Limited. The latter 
firm has undertaken to roll slabs from Mar- 
gam at Newport. The hot rolled coils will 
be returned to the Steel Company of Wales 
for conversion into steel sheets and tinplate. 
The agreement between the two companies 
is to operate for a minimum period of five 
years. Both the Newport mili and the new 
Margam plant are expected to come into 
production late in 1961 or early in 1962. 








Forthcoming Meetings 


February 24 (Wed.).—Railway Students’ 
Association, at the London School of 
Economics & Political Science, Hough- 
ton Street, W.C.2, at 6.15 p.m. Debate 
with the British Railways, Western 
Region, London Lecture & Debating 
Society, on the motion “ That a com- 
plete unification of inland transport, 
including air, is essential to the economic 
welfare of Great Britain.” 


February 24 (Wed.).—Peterborough Railway 
Discussion Group, at Peterborough 
Technical College, Eastfield Road, at 
6.45 p.m. Paper on “ Statistics can 
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lie! (How good is my sample)” by 
Dr. W. R. Buckland, Head of the 
Statistical Advisory Service, London 
Transport Executive. 


February 24 (Wed.).—British Railways, 
Southern Region, Lecture & Debating 
Society, at the Chapter House, St. 
Thomas’ Street, S.E.1, at 6 p.m. 1960 
Continental tour film night. 


February 25 (Thu.).—British Railways, 
London Midland Region, Lecture & 
Debating Society, in the Clerical Staff 
Dining Club, Cardington Street, Euston, 
N.W.1, at p.m. Essay Com- 
petition. Presentation of prizes and 
reading of prize essay. 


February 26 (Fri.).—Royal Engineers Army 
Emergency Reserve (Transportation), at 
the Cafe Royal, Regent Street, W.1. 
Annual dinner. 


February 27 (Sat.).—Right Railway Trans- 
port League, at the Fred Tallant Hall, 
Drummond Street, N.W.1, at 6.30 p.m. 
Paper on “‘ The Grimsby & Immingham 
Electric Railway,” by Mr. J. H. Price. 


February 27 (Sat.).—Permanent Way Institu- 
tion, Nottingham & Derby Section, 
at the Victoria Station Hotel, Notting- 
ham, at 3.30 p.m. Films, discussion 
group. 

February 27 (Sat.).—Railway  Corres- 
pondence & Travel Society, South of 
England Branch, at the Junction Hotel, 
Eastleigh, at 6.30 p.m. Paper on 
“Industrial railways in the South- 
ampton area,” by Mr. W. Stearne. 


February 29 (Mon.).—Railway Correspond- 
ence & Travel Society, Northampton 
Branch, at the Liberal Club, Castilian 
Street, Northampton, at 7.30 p.m. 
Paper on “ Locomotive development in 
the S.R.,” by Dr. A. F. Cook. 


March 1 (Tues.).—The Institution of Civil 
Engineers, at Great George Street, 
Westminster, S.W.1, at 5.30 p.m. 
Paper on “ Underground station for 
Western District Post Office, London; 
Design and Control: Messrs. S. Black- 
ford and E. W. Cuthbert. Construction: 
Messrs. V. H. Collingridge and R. E 
Tuckwell. 


March 2 (Wed.).—Peterborough Railway 
Discussion Group, at Peterborough 
Technical College, Eastfield Road, at 
6.45 p.m. Films, by Mr. E. Anstey, 
Films Officer, British Transport Com- 
mission. 

March 3 (Thu.).—British Railways, Western 
Region, London Lecture & Debating 
Society, in the MHeadquarters Staff 
Dining Club, Bishop’s Bridge Road, 
Paddington, W.2, at 5.45 p.m. Young 
men’s discussion: “The scope for 
further research as a means of securing 
greater efficiency and economy in 
railway operations.” 


March 3 (Thu.).—The Institution of Civil 
Engineers. Joint meeting with the 
Institution of Mechanical Engineers 
and the Institution of Electrical Engin- 
eers, at the Institution of Electrical 
Engineers, Savoy Place, W.C.2, at 
5.30 p.m. Graham Clark Lecture: 
“* The engineer and civilisation,” by Sir 
Hugh Beaver. 

March 4 (Fri.).—Institution of Locomotive 


Engineers, at the Dorchester Hotel, 
Park Lane, W.1. Annual luncheon. 


March 4 (Fri.).—The Railway Club, at the 
Royal Scottish Corporation, Fetter 
Lane, E.C.4, at 7 p.m. Annual presiden- 
tial address. ‘“* The development of 
safety measures in the light of official 
requirements,” by Mr. T. S. Lascelles. 


February 19, 1960 


OFFICIAL NOTICES 


TENDERS are invited by the New Zealand Railways 
for Centralised Traffic Control it epee to 
Specifications E589/1960 and E674/1960. 

Copies of these specifications are available from the 
Acting High Commissioner for New Zealand, 41‘, 
Strand, London, W.C.2, and from the New Zealand 
Government Trade Commissioners in Washington, 
Sydney and Tokyo. 

Tenders will sens in Wellington at 4 p.m. on Wed- 
nesday, April 20, 1960. 








Railway Stock Market 


Removal of the rail strike threat brought 
relief to stock markets where buyers were 
more in evidence, though the rally in share 
prices was only moderate, and many re- 
mained below the levels of a week ago. 

Canadian Pacifics have rallied to $484, 
compared with $474 a week ago, the yield of 
nearly 5} per cent attracting attention, 
because it is assumed there are reasonable 
prospects of the dividend being maintained. 
On the other hand, the preference stock, 
which yields over 7 per cent, came back from 
56} to 553, and the 4 per cent debentures, 
which yield 6 per cent, eased fractionally 
from 66§ to 664. White Pass shares strength- 
ened from $138 to $133. 

Last week’s gain in Antofagasta to 17} 
was maintained, but the preference stock 
eased from 344 to 33. The 5 per cent 
(Bolivia) debentures were again 100. 

Costa Rica ordinary stock at 264 more 
than held last week’s rise; the 64 per 
cent first debentures kept at 804. Paraguay 
Central prior debentures were better at 164, 
but United of Havana second income stock 
remained at 6, Brazil Railway bonds at 8 and 
Mexican Central “‘A” bearer debentures at 
57. San Paulo Railway 3s. units were again 
ls. 63d. and Chilean Northern first deben- 
tures 59. 

International of Central America 
strengthened from $244 to $264 and the 
preferred from $1084 to $1134. West of 
India Portuguese capital stock was again 
1104 and Nyasaland Railways shares 10s. 

Birmingham Wagon shares were active up 
to 42s. 6d. on the news of merger talks with 
Charles Roberts. Charles Roberts 5s. shares 
rose to 18s. 14d 

Wagon Repairs 5s. shares moved up from 
12s. 14d. a week ago to 13s. and Glouceste~ 
Wagon 10s. shares were 17s. 3d. against 16s. 2 
week ago. North British Locomotive eased 
from lis. 9d. to 11s. 6d., but Beyer Peacock 
5s. shares firmed up from 8s. 6d. to 8s. 74¢- 
G. D. Peters were 21s., and in other direc- 
tions, Westinghouse Brake came back to 
52s. 3d. 

Holman Bros. 10s. shares were 22s. 3d- 
and Broome & Wade 5s. shares 19s. 9¢. 
“ex” the scrip issue. Ruston & Hornsb/ 
at 33s. 3d. were within 3d. of the level a wee’: 
ago. 

Dowty Group 10s. shares have been 2 
strong feature with an advance from 52s. 6c. 
a week ago to 58s. 3d., in response to the 
increase in the interim dividend and the en- 
couraging half-yearly progress  repor. 
Pressed Steel Ss. shares were little changed ‘ 
40s. 6d. T. W. Ward were 156s. 3d. Despii< 
the higher profits and increase in the dividen:t 
to 10 percent, English Electric eased from 
47s. to 46s. General Electric were 42s., 
compared with 43s. 6d. a week ago and 
Associated Electrical 1s. down on balance 2! 
63s., while B.I. Cables at 56s. 9d. were als? 
lower on balance. Davy United wer> 
107s. 6d. and Power Gas 90s. Stone-Plai‘t 
strengthened to 62s. 6d. 

Ransomes & Marles 5s. shares held steady 
at 25s. 9d. and Pollard Bearing 4s. shares 
strengthened from 41s. to 41s. 9d. Imme- 
diately following news of the big new issue 
which will bring in £21,000,000, 





